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binations in America. 





At the half-yearly meeting of the Grand Trunk Railway Com- 
pany of Canada, in London, Oct. 29, the President, Sir Henry 
Tyler, made the speech usually given by the President at rail- 
road companies’ meetings in Great Britain. A great part of 
this speech was devoted to the questions of combinations for 
securing remunerative rates which attracted so much atten- 
tion here recently. Sir Henry Tyler’s opinions on this subject 
deserve especial attention, not only because of his position as 
President of the Grand Trunk, which may have an important 
part to play in connection with the trunk lines, but also be- 
cause of his having for many years been the chief of the Rail- 
way Department of the British Board of Trade, in which posi- 
tion he may be said to have represented the interests of the 
British public in the management «f the railroads of the 
country. That is, he was to some extent what State railroad 
commissioner is intended to be in this country, and may be 
presumed, after more than twenty years’ service in such an 
office, to consider instinctively the manner in which the public 
interests will be affected by any combination which restricts 
competition. The portion of Sir Henry’s speech which refers 
to this subject is given velow : 


I now come to the more comprehensive subject of general 
competition among the American railroad companies. § have 
in previous addresses dwelt much on this subject, and pointed 
out the enormous losses which 1t has occasioned to ourselves 
and to the Americ n a generally. I estimated, you 
will remember, the loss which we had sustained during two 
years and three months of this competition at no less a sam 
than £950,000, which ought otherwise. to have been realized as 
net profit for the benefit of the Grand Trunk proprietors; and, 
similarly, the loss on American railway working during the 
same period at some £9,500,000, taken out of the pockets of 
bond or shareholders in American railways. Further inquiry 
in America has only tended to show that these estimates were 
under the mark; and you will readily understand that, bearing 
those facts in mind, my paramount object and desire from the 
moment I landed in America to the moment I quitted it—the 
feeling by which I was mainly anges in all my interviews and 
communications with presidents, receivers and others in au- 
thority 1m the various American systems—was using all the in- 
fluence I possessed to promote peace, harmony and a fair spirit 
of compromise, and to bring about an increase of stability of 
rates, in order that we might all obtain reasonable remunera- 
tion for the conveyance of traffic. Now, in what I am going to 
say by way of protest against the system on which railway 
business has been conducted in America, I shall not attack in- 
dividual persons or individual companies; nor do I wish to pre- 
tend that the Grand Trunk rom wr | and its allies are wise and 
virtuous, while their American rivals are foolish and vicious. 
We have all been tarred with the same brush. We are neither 
better nor worse than our neighbors. There has been a gene- 
ral scramble for traffic and tonnage, regardless of the cost of 
carrying it, and anentire absence of true business principles in 
the management of railways on the American continent. 
In endeavoring to account for this state of things, 
the phrase which rose too readily in every one’s 
mouth was, “There are too many railways in America 
for the traffic to be carried,” and this gee to furmish a 
sufficient excuse for the reckless competition which had been 
practiced. This is a very plausible assertion, easily made, and 
satisfactory, apparently, to many minds; and tvere is no doubt 
a foundation of truth for it. Bur it is a mere excuse, and does 
not touch the root of the dissase. We should find a similar 
excuse for cutting one anothe:’s throats, and decreasing the 
population, if we came to the conclusion, after neglecting the 
opportunities we possessed, that there was not enough of land 
or bread or gold to be divided among us. The truth of the 
matter is that there has been enough traffic to carry to make 
us all more comfortable, and, most of us, comparatively pros- 
erous, if only we had agr not to use our best endeavors to 
Gelnde and ruin one another. There has been a lamentable 
want of common honesty, and, therefore, of mutual confidence 
among railway men in their undertakings, agreements and 
dealings. The American is very different from the English 
railway system. The freight agents of American railways are 
a peculiar class, trained and experienced in a long course of 
ingenuity and subtlety, and they have by eng, Sonatinn ac- 
quired extraordinary perfection in those arts. ey and their 
soliciting agents have long since arrived at the conclusion that 
tonnage, irrespective of profit, was their legitimate object. At 
whatever rates, their cars must be filled and kept running. 
The produce of the West on its way to the Atlantic seaboard 
traverses numerous systems, in various stages of bankruptcy 
or otherwise, before it reaches the trunk lines ; and the rates 
are made, as it is called, by the lines on which the traffic orig- 
inates. ‘These lines, competing with one another, contracted 
for traffic in the most random manner. Whatever the nominal 
tariff rate they evaded it, either by direct rebates to the 
freighter, or by carrying excess weight, or in other ways ; and 
they did so with the understan that other com- 
panies over whose systems the traffic was to pzoceed 
would pro-rate with them, and thus divide with them 
the losses below the tariff rates. When meetings took 
lace between the representatives of the companies it was too 
frequently suspected or understood that any agreement ar- 
rived at would be immediately broken, if, indeed, as has some- 
times occurred, they had not one or the other of them at the 
time of their meeting in their pockets contracts in violation of 
the agreements which they were pretending to make. It has 
happened that when a money pool was arranged one of the 
companies, falling into debt on account of ‘such pool, refused 
to pay its liabilities. It should not be forgotten, however, in 
volerving to the action of the freight agents, that they are in 
sitions of constant temptation. The cay oem of different 
ranches of produce are —— very large operators, or 
league together to acquire additional influence. They commu- 
nicate, confidentially of course, with the officers of the com 
nies, and set them one against the other. They represent to 
one competing line that they have had such and such advan- 
tageous offers from another competing line. It is difficult for 
agents who are eagerly trying to outbid one anotber to test 
the truth of such assertions. Their excessive anxiety to secure 
traffic renders them uliarly open to such temptations, if 
they are not actually duped by the statements made to them. 
They lose traffic by refusing in the first instance to listen to 
the voice of the tempter. ey secure it next time by falling 
into worse temptation, and contracting for it on still lower 
terms. And thus the remuneration practically received for the 
work performed has fallen down to, and too frequently even 
below, the cost of conveyance. But the stability of rates and 


pa- | them, the Western roads may agree npon from all competing 


remunerations does not depend only on the action of the freight 
agents of the different lines. There are also agents of express 
lines and fast freight lines, which are in some cases separate 
organizations, owning cars, and each running ever several 
systems of railway, and competing for traffic with each other 
and with the systems over which they run. They have 
Ts in the absence of a clearing-house system, 
in the difficulties that freighters have experienced in dealing 
with separate railway systems, as regards loss, delay or 
damage to their merchandise. It is simpler and easier, 
of course, to deal with one express line, responsible for the 
safe and speedy transport of goods, than to deal with two, 
three, or more railway companies. The “colored” line red, 
white, or blue, the express or transportation line, whatever its 
name, has therefore become popular. The officers of the 
companies have in too many cases been pecuniarily interested 
in such lines, and care has been taken to conduct their business 
promptly and wee ne © They have thus acquired an influ- 
ence and importance which 1t 1s difficult to destroy. (Hear.) 
But the evils they lead to, in increasing competition, and pro- 


viding large dividends to their proprietors, at the expense of 
the railway companies themselves, are not known and admit- 


ted ; and the tendency is now, happily, to supersede them by 
the better expedient of providing lines which are not “ out- 
rile” organizations, but are formed by each company provid- 
ing its proportion of cars for a through line running over sev- 
eral systems. In such a case the accounts are kept, as arrang- 
ed, by one of the railway companies forming the be the rail- 
way companies themselves share all the profits; and the evil of 
line agents, — competition to that existing between 
the regular freight agents, is avoided. Lest I should be 
thought guilty of exaggeration in what I have said, I propose 
to print and send route with the verbatim proceedings of this 
meeting, a circular letter, addressed by Mr. Albert Fink to the 
members of the Southern Railway Association, when about to re- 
sign his position as general commissioner to that association. 
This is a very valuable document, setting forth in plain language 
the evils that exist, ee my Sage the remedies that are required, 
and laying down am | e maxims by which competition 
should be regulated and railroad business — conducted. 
Mr. Fink has obtained confidence in America, and may be con- 
sidered to be the highest independent authority on such sub- 
ects. I have thus ventured to trouble you with a little insight 
into the mode in which railway business has heen too much 
conducted on the American continent, advisedly, and with a 
serious object, not merely because it is due to you to expose 
the truth, but still more use I believe that public exposure 
and discussion of such matters is the best means of bringing 
about a remedy ; and also because it will enable you the better 
to understand the importance and the results of the confer- 
ences which I fortunately had the opportunity of attending in 
New York on the eve of my departure. I have, indeed, been 
urged to dweli upon these matters publicly in England by those 
who, being engaged in the business, suffer most from the dis- 
advantages under which it is conducted. They conceive, and, 
I believe, properly, that at the present time, when 50 much 
evil has been witnessed, and so much prolonged suffering has 
been occasioned, some expression of public opin‘on in England 
will ae assist the feeling now prevalent in America. It 
is there felt that such a state of things is intolerable, and can 
be no longer endured. It has become a national disgrace. The 
presidents of the great trunk lines of the country, meeting 
under the chairmanship of Mr. Jewett, partake strongly of this 
feeling, and have di d the ject with me in the most 
outspoken manner. They expressed their recognition of the 
sacred trust imposed on them to manage the railways for the 
benefit ot proprietors, depending more or less upon them for 
their profits and their livelihood, and voluntarily admitted that 
if they could not combine to enforce very material improve- 
ment, they ought to be superseded. I know they will hail with 
pleasure any attempt I may make—and I can have no better 
opportunity than this of making it—to enlist English sympa- 
thy, to stimulate English discussion, and to co-operate with 
them in the much-desired work of improvement. All attempts 
to avoid competition in the past have been more or less frus- 
trated, in the absence of mutual confidence, by the want of a 
tribunal, the decisions of which should be considered as bind- 
ing in the event of differences arising—and such differences 
must always be expected—after an agreement has been made. 
To overcome this difficulty it appears now to be desirable 
that commissioners should be established in perhaps four or 
five centres of traffic, with a central commissioner in New 
York - these commissioners to combine the functions of our 
yr sd Clearing-house, with those of deciding in cases of 
difference between the railway companies. (Hear.) They 
would require to be established under suitable legislation, and 
to be invested with neces powers for enforcing their de- 
cisions. The countryis ripe for such a system, and the pres- 
ent time, when there is enough traffic for all, and therefore 
no temptation to reduce rates, affords the best opportunity 
for inaugurating it. Meanwhile the device of a physical pool, 
which has been hit upon for —< the west-bound traffic 
among the various lines from New York, bas been working 
successfully. Mr. Albert Fink, who commenced his labors in 
this direction with the Southern Railway Association, has de- 
servedly obtained the confidence of all parties, by the excellent 
maxims, previously referred to, which he has laid down in his 
writings and by his practice in the difficult ition which he 
occupies; and the companies concerned, while desirous in cer- 
tain cases of revising the proportions, have the wisdom to 
sec that it is very much better for them to submit, if neces- 
sary, to some sacrifice as regards the tonnage they obtain, 
than to incur the far more serious loss by reduced rates upon 
the whole of their traffic. This experiment, crude though it 
be, is a step in the mght dirrection, and I hope and trust that 
it will be followed by a larger measure of the nature of that 
which I have above sketched out. The presidents of the trunk 
lines—namely, the New York Central, the Erie, the Penn- 
sylvania Central, and the Baltimore & Ohio—have met 
from time to time, in an endeavor to remedy 
as regards east-bound traffic the state of things 
I have described, and they invited me to meet them in New 
York while I was engaged at Sarnia in negotiations with the 
Great ‘estern Company. On hearing from me when I should 
be in New York, on my way to England, they adj urned their 
conference to October 4, and lam happy now to be able to re- 
port to you that the results which were obtained on that and 
the following day exceeded the mos! sanguine expectations of 
all concerned. Gader the able chairmanship of Mr. Jewett, 
who had consis‘ ently labored for and better understand- 
ing, the trunk line presidents had paved the way by resolving 
“that the trunk lines, so far as they are in the control of roads 
to competing points from the West will maintain whatever 
east-bound rates may be agreed to by the Western roads, and 
that they will upon the request of the Western roads maintain 
and enforce whatever rates and the percentages, or either of 








points to the East by charging their local rates or otherwise. 

As the rates are all made on the Western lines on which the 
traffic originates, the trunk lines have only to carry out those 
rates, a, therefore, they have only to maintain the rates 
which have been put into operation. In responding to this 
resolution, the representatives of the Western lines and connec- 
tions, upwards of thirty in number, unanimously signed the 
follo2 ing request to the presidents of the trunk line, viz.:—“‘We, 
the undersigned representatives of Western railroads, in order 
to secure the maintenance of such through east-bound rates as 





and, in case of any failure to do so, that you will charge full 
local rates from the western to the eastern termini of our 
roads.” On the formal presentation of this request, which 
was duly and favorably received by the trunk line presidents, 
an agreement was at once come to to abrogate, by hase, a 
contract, at ent rates, made by a western line with a Millers’ 
Association, extending to June, 1878, which stood in the way of 
a rise in rates. And I had the greater — of seeing this con- 
tract disposed of, inasmuch as I had been a brin 
about this rome result during the whole of the e that 
was in the United States and Canada. This meeting of the 
representatives of all the principal companies concerned, and 
the steps thus taken towards harmonious working, were gen- 
erally admitted to be the most important ever brought about 
in the history of American railways; and they are interesting 
to you as being the first occasion on which your line has been 
thus recognized, and your President admitted to exchange 
courtesies and counsels with the other trunk line presidents at 
a trunk line conference. It gave me great pleasure cordially to 
co-operate with the able and distinguished presidents of the 
four American trunk lines for the common good; and I cannot 
conclude this part of my subject better than by reading to you 
a letter which I have received since my return to England from 
Mr. Jewett, as chairman of the trunk line presidents’ meeting, 
“ere Ramway Company, New York, Oct. 9, 1877. 

_ “My Dear Str Henry—I was so much worn out about the 
time we got through with our labor at the ‘ Windsor’ that I 
failed to express to you the pleasure I realized from your pres- 
ence at our meeting, and the great gratification which we all 
experienced from the influence you exercised upon the general 
results. If we can maintain the relations established, in which 
I hope we will be successful, more important results have been 
achieved and the roads placed in better condition than at any 
former period, much of which we all attribute to the conserva- 
tive influence of your counsels and advice. 

* Yours very truly, 
(Signed) 
‘*Srr Henry W. Tyier, England.” 


This letter does honor to Mr. Jewett for the spirit in which it is 
written, and I am sure you will all heartily join me in echoi 
back to the « ther side of the Atlantic the hope that the good 
work thus begun may have beneficial results of a permanent 
character ; and add that now that the great companies of the 
East and those of the West have been brought together in 
mutual harmony and co-operation, they may be induced to 
take further steps, by the establishment of proper tribunals 
under legislative sanction, for providing that the vast business 
of communication and transport on the American continent 
may be conducted on true business principles, with reasonable 
remuneration, and on a solid basis. Merchants and freighters, 
as well as railway proprietors, will all benefit by such a result 
as tending to the avoidance of favoritism, discrimination, ex- 
cessive fluctuations and constant disturbance in all the rela- 
tions of commerce. I fear I have detained you too long on this 
subject of competition, but I must ask your indulgence on the 
score of its importance, and of the great interest it must nec- 
essarily command. Any further economies we may effect in 
working, any increase we may obtain in the volame of our 
traffic, any alliance we may secure with other liues, however 
valuable in themselves, are as drops in the ocean when com- 
pared with the advantages which would accrue to us by the 
avoidance of undue competition and the maintenance of rea- 
sonable rates. It is 2 to find that our prospects in 
this respect are brighter now than they have been for several 
years, at the same time that we have never been at any pre- 
vious time in so good a position in other respects. (Hear 
hear.) We have a good staff of officers under a capable an 
hard-working — manager, anxious to do credit to them- 
selves and to the company. They have plenty of work to du 
and efficient means for doing it. We want only fair rates and 
reasonable remuneration for the work to be performed, to en- 
able us to obtain satisfactory results from this great under- 
taking. 


“H. J. Jewerr, 





Salisbury iron. 
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This iron is graded as Nov. 1, 2, 3, 4, 444, 5and6. No. 1is 
the softest grade, of which very little is made. It will not 
chill, and is used for cheap, ordinary castings. No. 2 is the 
softest or lowest grade which is produced in any quantity. It 
will not chill and is used for making malleable castings in air 
furnaces, and is mixed with old wheels and hard or high grades 
of iron for car wheels. No. 3 is a somewhat harder iron and 
will chill slightly in the tread of a wheel, ang is much used 
with harder iron in the manufacture of car wheels. No. 4isa 
still harder iron and will chill about ¥% in. deep in the tread of 
a whee}. This grade is used almost entirely for the mannufac- 
ture of car wheels. No. 44% is much used for malleable cast- 
ings in cupola furnaces and also for car wheels, mixed with 
lower grades or softer iron. It will chill about % in. deep. 
No. 5, mottled, and No. 6, white, iron are both very bard and 
will chill to almost any desired depth. In fact, No. 6 has the 
character of chilled iron all through. These grades are used 
with softer irons for wheels and also for chilled rolls, 

Nos. 2 and 5 are also used a great deal for making plow cast- 
ings; the harder iron is mixed with that of the lower grade to 
give the latter the requisite hardness. By using two different 
grades of iron, the manufacturer is able to modify and control 
the quality of the castings as may be required, getting the ten- 
sile strength by the use of the softer iron, and the hardness 
with the high iron; whereas if but one kind was used there 
would be no means of making castings of any other quality 
than that produced by the grade of iron used, 

The quality or grade of the iron produced depends largely 
upon the temperature of the furnace at the time it is manufac- 
tured, somewhat upon the ores used, and also on the state of 
the weather, and probably on some causes not fully understood. 
When the furnace is running cold it produces hard or high 
grades of iron, and the softer irons are produced by a high 
grade of temperature. When it is desired to produce hard 
iron, therefore an increased amount of iron ore is added with a 
given amount of fuel, or if soft iron is required less ore is 
charged. 

When the iron is cast into pigs several test pieces are made. 
which are then broken, and from an inspection of these, and 
also from a careful examination of the pigs themselves, the 
grade or number of the iron is determined. 

In the manufacture of car wheels it is of the utmost import- 
ance to secure, first,* the requisite strength to resist the strains 
and shocks to which the body of the wheel is subjected, and 
second, sufficient hardness in the tread and flange to stand the 
the wear to which they are exposed. The latter quality is pro- 











pater time to time be agreed upon,earnestly request that you 
will require your Western connections to abrogate all existing 
contracts, and to maintain the regular tariff rates at all potnts; 


*This paragraph is reprinted from an article which appeared in 
the Railroad Gazetle of April 20, 1872. 
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duced by the well known process of chilling, which is done by 
making that portion of the mould which forms the part of the 
wheel to be chilled of cast iron, and allowing the molten metal 
to come in contact with the cold iron, or ‘‘ chill,” as itis called, 
until itcools. With certain kinds of iron the result is that the 
portion which is cooled suddenly by the ‘“‘chill” assumes a 
very peculiar crystalline form of extraordinary hardness. 
The depth to which this crystallization or chilling will pene- 
trate varies with almost every brand and quality of iron. In 
some it will extend one or two inches in depth, in others it will 
not take place at all. The cause to which this chilling property 
is due has never been discovered. All that we know is, that 
some iron will chill and others 
will not. That which chills most 
is nearly always very hard and 
brittle—a quality which is just 
the reverse of that required for 





pins and lugs C0. The sandis then rammed into the nowell 
and on top of the wheel pattern, and a board, called a bottom 
board, is placed on top of the nowell and the whole then turned 
up-side-down, so as to rest on the board. The “‘ cope” D Dis 
then fastened to the chill-mould by bolts, one of which is 
shown on the right side of the engraving. The cope is made 
with a hollow cylinder, or head or wing, E£, in the centre, which 
is riveted with the outer rim D D by ten radial arms, about 
half an inch thick, which stand off from the pattern so as to 
leave a space of about 8% in. between them. The sand is then 
rammed in between the radial arms, and into the cylinder Z, 
care being taken to have three holes or “ sprews,” about 134 








the body of the wheel, which 
must resist transverse strains, 
vertical shocks and blows of al- 
most every description. The 
metal for this portion of wheels 
should therefore be tough, or 
capable of resisting a high trans- 
verse strain ; that is, if a bar of 
itis placed upon two supports, 
one under each end, and loaded 
in the middle, it should be capa- 
ble of bearing a heavy load with- 
out breaking, and also be capa- 
ble of resisting sudden checks. 
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in. in diameter, into which the melted iron is poured. The 
whole flask is then again reversed, the nowell B B is taken off 
and the wooden pattern of the wheel removed. For double- 
plate wheels a curve, F F,is then laid into thé mould and is 
held in position by three small iron pins or “‘chaplets” and three 
projections on the core, One of the chaplets is shown at G, 
and one of the projections or points of the coreat HZ. The 
nowel is then replaced, and the whole flask is turned back 
again into the position shown in the engraving, when it is 
ready to receive the melted iron, which is poured into the 
holes or “ sprews ” left in the sand for that purpose. 

Fig. 10 represents a similar section of a single-plate wheel, 
fig. 11 of a spoke wheel, and fig. 
12 of a street-car wheel. In cast- 
ing spoke wheels cores must be 
placed inside the rim around the 
hub and inside the spokes. 









We regret very much that we 
are enable to give any perfectly 
correct reports of the average 
mileage of car-wheels made by 
the Barnum Richardson Com- 
pany, but the roads supplied 
with these wheels have not until 
quite recently kept accurate ac- 
counts of the mileage of the 
wheels, and such accounts, until 
they have been kept for a longer 
time than one year, do not give 
a correct idea of the average ser- 
vice which the wheels will ren- 





In order to do this, it must have 
considerable flexibility—that is, 
be capable of bending, and at 
the same time have a high ten- 
sile strength. Hard white iron, 
which chills easily, has a very 
high tensile strength, but is so 
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Fig. 9. 





brittle that it will not bend; and 
if it is exposed to a tranverse 
strain or sudden shock, it will 
therefore break with a compara- 
tively light strain. A bar made 
of iron of less tensile strength, 
but more flexibility, will bear a 
heavier transverse strain because _ 
it will bend or yield before break- 
ing. On the other hand, iron 
may be too soft and flexible, and 
have so little tensile strength 
that it will yield like a bar of 
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der, because it is the defective 
wheels which fail first, and, 
therefore, at first such reports 
give only the service of the poor- 
est wheels. At the end of this 
year a number of roads will be 























able to make correct reports of 
the service of these wheels, 
when we hope to give our read- 
ers more full and correct infor- 
mation than ever before concern- 
ing the service of cast-iron 
wheels. 

The question of the relative 
cost and other advantages of 
cast-iron chilled wheels and 
wheels with steel tires is not yet 
conclusively decided, although 
up to the present time, so far 





lead, and therefore will bear less 
strain transversely than that 
which has less flexibility but 
more tensile strength. For these 
reasons iron which has the two 


Fig. 10. 








qualities of flexibility and tensile 
strength combined in the highest 
degree is the best suited for the 
body of the wheel. For the tread 
and flange it must, of course, 
have the chilling property. Itis 
also important that the chill 
should be closely incorporated, 
and, as it were, be interlaced with 
the iron which is not chilled. 
The chill of some iron will end 
so abruptly that, in use, the 
chilled part will frequently break 


Rin pour 


as the relative cost of service is 
concerned, the weight of the 
testimony seems to be on the 
side of the cast-iron wheels. 
Probably much light will be shed 
on this vexed question by the 








statistics which will be procura- 
ble at the end of the year. We 
have, however, enough reliable 
information in our possession to 
feel that it is safe to say that 
at least 50,000 miles per wheel 
may be relied upon as the aver- 
age service which 33 in. wheels 
will render under passenger cars. 
Probably it will run up to a much 
higher figure as the accounts are 
kept longer, and the service of 
the longest-lived wheels is re- 
ported. 





loose from the portion of the 
wheel which is not chilled. 

The Salisbury iron is remark- 
able for possessing these quali- 
ties combined in a very high de- 





Fig. 11. 





gree, and it is for this reason 
that it has gained its remarkable 
reputation and is so extensively 
used in the manufacture of car 
wheels and for other purposes in 
which metal of a superior qual- 
ity isrequired. That it is a very 
superior iron is shown by a very 
elaborate report made by Profes- 
sor Thurston for the Barnum 
Richardson Company and also 
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The report of the Lake Shore 
& Michigan Southern Railway 
shows that some of the wheels 
made of Salisbury iron have run 









1 *iiiTirTnh&kh&hnhnhnh&b&hbnbinnhna 
SANANAAAARARARARARRARR NY 


as follows: 
4 wheels averaged. ....185,049 miles 
“ “ 220 28 “ 


«ue, Goo 5 

2 “ “ 198,967 “ 
3 sx sees 189,397 “ 
6 ee 175,208 * 
4 ™ oS eae 168,979 


These are, however, the long- 
lived wheels used on that road, 
and must be regarded as excep- 
tional cases, and not as repre- 
senting the average service of 
such wheels. 





by another report made by Mr. 

Kirkaldy, both of which will 

be published as a supplement to these articles. 
A brief description of the process of casting chilled car 

wheels may be interesting to some of our readers. Those who 

are familiar with that process can of course omit reading it. 
The manner of moulding such wheels is shown in fig. 9, 

which represents a section of the well known and ex- 

tensively used Washburn or Atwood pattern of wheel 

in the flask as it is cast. 


tread and flange of the wheel. In moulding the wheel the 


A A is the chill mould,+ 
which is accurately turned on the inside to the form of the ij 


chill mould is first placed upside down from the position repre-| | 


sented in the engraving, and the wooden patterns from which |, 
the wheel is moulded are then laid in it, and the “nowell” 2 





B, or under side of the flask, is attached to the mould by the \ 


+The term chill mould is used to designate the of the mould 
which the molten iron comes in contact and which produces 
the “ chill” or hardened part of the wheel. The term “chill” has 
been used to designate this iron pottin, of the mould and also the 
hardened part of the tread of the wheel, and cons: uently a good 
tonne ae i a ee from oe le use of the 
term. for the one an il mould 
other we will avoid such ambiguity.s - oo 
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Some interesting experiments 

were made with wheels manufac- 

tured by the Barnum Richardson Company, at Mr. Horn’s 

Machine Works in London in 1875. The wheels were made in 

1868, and the following report of the experiment shows the re- 
markable strength of the Salisbury iron : 


“The wheel experimented upon was made by the Barnum 
Richardson Company, Salisbury, Conn., United States of 
America, and was one of a number of cast-iron chilled car 
wheels sent over to England about six years ago, and which 
have been lying since ion, unused, at the Cana Works, Bir- 
kenhead. e wheel was made from ‘the Barnum Richard- 
son Co.’s’ Salisbury iron, and bears the date ‘Jan. 2, 1868,’ in 
raised letters on the casting. In character and pattern the 
wheel was the same as those supplied by that company for 
—_ © ge to the principal railways in the United States and 

anada. 

“The following sketch [Figs. 18 and 14] show the form and 
principal dimensions of the wheel : 

“The weight as ascertained by the weighing machine at 
Mr. Horn’s Works was 626 Ibs. English. 

** The wheel was laid flat on the ground, side A uppermost, 
and the blows directed to the part B of the single plate. The 
sledge hammers weighed 28 and 32]bs., and were well handled 
Hen gee smiths, striking in pairs, and relieving each 
other from time to time. 

** At the sixty-first blow a very slight crack was discovered 
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Blows were continued at the same place, and at other points 
round on thesame single plate, but although they su 
in causing fresh cracks, 1t was not until the 395th blow that a 
iece about 9 inches long was broken off the wheel. The sur- 

feces of the fractured parts showed the iron to be of a very 
regular quality. The chilled portion of the tread, or wearing 
surface, was fully %% of an inch deep, resembling the hardest or 
most compact steel. s 

* The wheel was then turned over, and blows given to the 
double-plate portion near to one of the three core holes. The 
result of this was to break off, after mo Ng blows, some ae 
of the iron from the sides of the core-hole, making the latter 
into an elongated opening, instead of a small circular bole. 
The cracks from these blows did not extend an — = 
the plate, and no apparent effect was prod on the 
or apie plate. The surfaces of the irun, where unded, ap- 
peared more like an excellent quality of malleable iron, and 
showed distinctly the dents made by the hammers. ; 

“The Barnum Richardson Co. state that it is the specially 
superior quality of the Salisbury iron which allows them to 
apply their chilling process so successfully to the circumfe- 
rence of the wheel, and yet leave the iron in the remaining 

sortion with its toughness and tenacity unimpaired. [fo this 

Canales they attribute the great safety of their wheels during 
the extremely low temperature of the American and Canadian 
winters, when instances of breaking from frost are unknown. 

“We, the undersigned, were present at the wheel-breaking | 
experiment above referred to, and hereby certify that the par- 
ticulars of the cast-iron chilled wheel 





Train Accidents in October. 





The following accidents are included in our record for the 
month of October: 

REAR COLLISIONS. 

Early on the morning of the 1st an oil train of 40 cars on the 
Lake Shore & Michigan Southern road broke in two near the 
Painesville & Youngstown at Painesville, O., and 
when the engineman stopped for the crossing the rear section 
ran into the forward one, wrecking several cars. The oil at 
once caught fire and 12 cars were d,a following engine 
having succeeded in drawing off the other 28 cars. e depot 
at Painesville was also burned, with neighboring fences and 
small buildings and the track was blocked all day, the intense 
heat preventing the — of other trains. © trainmen 
and a boy were badly burned while trying to uncouple cars. 

On the morning of the 1st a freight train on the Philadelphia 
& Reading road ran into the rear of a preceding freight, which 
had stopped at Girardville, Pa., wrecking four cars and dam- 
aging the engine. It is said that the first train had no signal 
out. 

On the night of the 2d a freight train on the Chicago, Mil- 
waukee & St. Paul road broke in two near Lyndon, Wis., and 
the rear section afterwards ran into the first, piling up several 
cars and damaging the engine. 

On the night of the 4th an ow train on the Erie Railway 
ran into the rear of a freight, which had run off the track at 





which had stalled on a grade at East Buffalo, N. Y., wrecking 
several cars. 

Early on the morning of the 29th a passenger train on the 
Delaware, Lackawanna & Western road ran over a misplaced 
switch and into some freight cars, which were standing on a 
siding in Newark, N. J. e engine and a freight car were 
badly damaged. 

On the evening of the 30th, as a convoy of three freight trains 
on the Central Railroad of Georgia was near , Ga., the 
first stalled on a grade. The second was signaled and was hel, 
ing the first up the grade when the third came . and ran in 
the rear of the second, wrecking several cars, damaging the 
engine and blocking the road all night. 


BUTTING COLLISIONS. 

A little after noon on the 3d an east-bound passenger train 
on the Portland & Ogdensburg road ran over a misplaced 
switch and into the head of a west-bound freight, which was 
standing on a siding at Sebago Lake, Me. Both enzines were 
wrecked, the baggage and one enger car badly di 
The engineman and fireman of the passenger train jumped 
and were burt ; the conductor, express messenger and five pas- 
sengers were also injured. 

On the afternoon of the 3d a freight train on the New York 
Central & Hudson River road ran over a misplaced cross-over 
switch near Clyde, N. Y., and into another freight train com- 
ing up in the opposite direction on the other track. One en- 





gine and a number of cars were wrecked, an engineman killed 
and a fireman badly hurt. 
On the morning of the 4th there was 





and the manner and results of the 
breaking are correctly described. 
(Signed) 
** J. J. Kennepy, Lt.-Colonel, 
** CHARLES SAaDD, 


BRAKE VAN 3. 


a butting collision between two Seles 
trains on the Chicago, Rock I & 
Pacific road, on a curve near Spickard’s, 
Mo. Both engines and several cars 








“Ww. H. Muss were piled up together in a very bad 

‘ Cxantes RoBIns J wreck and two mmen were burt. 

“Wis Sloaw.” ZL The operator at the preceding station 

A ; ? ; 4 F had been ordered to hold one of the 

very interesting experiment was | —— trains, but neglected to do so. 

also made in the New Zealand Rail- No. & gmt ae, On the ne ve the 9th, at Bur- 
road, which has a gauge of 3 ft. 6 in. cciaund” ‘aie, ~ ys sree. Yves a ke e ig lng 4 
Fig. 15 “‘ represents sections of the | / butting collision the a two freight 
treads and flanges of English steel- trains, by which both ee were 
tired and American chilled-cast Salis- damaged, a fireman —) y hurt and 
bury iron wheels, mounted in the same = |}———_—______--- t+ — ae = jay My woe a. ‘4 a 
brake-vans, and run under the same [” No 3 i No.2 the trains on little past the siding; 


condition of gradients, curves, speed, 
loads, brakes, miles and climate, under 
the direction of Mr. Passmen, the En- 


STEEL TYRE 





THESE WHEELS RAN 13.799 MILES. 


CHILLED WHEEL 


before it could back up the opposing 
train strack it. 
On the morning of the 10th an ex- 
ress train on the New York Central & 





gineer of the Constructed Railways of 
New Zealand, showing the wear of one 
of each kind in three vans, in running 
the niles marked opposite each pair.” 
The brake-vans were probably four- 
wheeled vehicles, although it is not 
so stated, and the two wheels at the 


BRAKE VAN 4. 


—_—_— / 


udson River road ran into the head 
of a freight train, which was 
over tothe other track at P 
N.Y. Both engines and 12 freight cars 
were badly damaged. The proper sig- 
nals were displayed, but there was a 
thick fog at the time, and the men on 
the express failed to see them. 








diagonal corners were of cast iron and 
the other two had steel tires. A com- 
parison of the opposite figures in the 
engravings will show the relative wear 
of the steel tires and the cast-iron 


No. 
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STEEL TYRE F a ot te 
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wheels, which is represented by the 5 
dotted lines. Comment is not needed, }* No.3. 


/ 
/ | 


No. 1 
CHILLED WHEEL 


No. 2. % noti 


On the morning of the 12th a way 
freight train on the Western Maryland 
ran into the head of a construc- 

tion train which was standing on the 
track unloading stone, near Shamburg- 
er’s, Md. Both engines were badly 
damaged and the road biocked several 
hours. The construction train had left 
A an at the preceding station to 














i I the freight to look out for it, but 
as the engravings speak more plainly CHILLED WHEEL STEEL TYRE it is 4 — ~ —— was runoing 
a . : very fast to make u e. 
tian words. Xt is.of. conres tone that THESE WHEELS RAN 20.074 MILES. On the night of the 18th there was a 
when the steel tire is worn to an in- butting collision between a freight and 
jurious degree it can be re-turned, a coal train on the Philadelphia & Read- 
whereas cast-iron wieels have gener- BRAKE VAN 5. ble caeiee RE ORY ~* 
ally been considered useless when the e, red, blocking both tracks all 
treads are worn too much to run any y Tie, a nig Ay anata karccingies 
longer. What the engravings indicate / \ \ , On the mocnten, of the 15th, on the 
is simply the relative wear of the cast- 7 r ee ee eee 
iron wheels and the steel tires. No. 4. sal s ast nly jndaden 5 By ype = Clea 





Mr. W. W. Evans, C. E., recently 
made some experiments to determine 
the soundness and the balance of 
wheels made by the Barnum Richard- 
son Company. Of these experiments 
Mr. Evans says: 


No. 3 


STEEL TYRE. blag font 
y, 


CHILLED WHEEL. 


—" land, Colu. bus, Cincinnati & Indian- 
apolis switching engine, by which both 
= were damaged and a fireman 
urt. 
Ncar noon on the 16th a passenger 
train on the Philadelphia & Erie road 








“IT had heard so often from English }-* ~~------------------~ 


engineers and others of the cast wheel 
being greatly out of balance, and out of 
true circle, that I began to believe that 
it was so. Six wheels furnished by the 


CHILLED WHEEL. 


\ ( 
: ra, we — No. 








STEEL 
THESE WHEELS BAN 22.548 MULES. 


-: ran into the head of a local treight, 

ps — which was switching in the y at 
Warren, Pa. Both engines were dam- 
aged, the fireman of the er 
train was thrown out and killed, the 
engineman and two passengers hurt. 
The men on the passenger train could 








@bove company were bored at the 
shops of the New Haven Railway. A 
short piece of axle was fitted to each. 
and they were then tested on straight edges for balance, and 
in Y’s for accuracy of circle, each wheel being revolved oppo- 
site a fixed point. 

“The results of these tests I have tabulated, (table given 
below). Ican only say that I was astonished to find these 
— 80 little out of balance, and varying so little from true 
circles. 








Table of Tests of 33-inch Salisbury cast-iron chilled dise wheels of the 
a ~~ Co., made at the shops of the New Haven Rail- 
way, May 3, 1877. 
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“The amount required to balance the wheels is probably not 
greater than would be required to balance wrought-iron forged 
wheels, the greatest variation from true balance in the above 
six wheels being only ,4, of one per cent of total weight.” 

Next week we will give some reports of tests of Salisbury iron 
made by Mr. Kirkaldy and by Professor Thurston. 


Fig. 15. 


Weat Paterson, N. J. The engine and a number of cars were 
badly broken and the road blocked all night. The freight had 
sent back a signal, but a violent storm prevented the express 
from seeing it. 

On the 9th a freight train on the Chicago, Milwaukee & St. 
Paul rosd ran into the rear of another freight, which had 
stopped for the crossing at Camp ee is., wreckin 
several cars and damaging the me. dense fog preven 
the signals on the first train from being seen by the second. 

Early onthe morning of the 13th a freight train on the Erie 
—s ran into the rear of a preceding stock train near Sloats- 
burg, N. Y. The engine and several cars were badly broken 
and the engineman and fireman hurt. 

On the morning of the 14th a coal train on the Columbus & 
Hocking Valley road broke into three sections near Groves- 
port, O., and the rear section ran into the middle one, breakin 
up several cars. A tramp, who was stealing a ride, was kill 
and another badly hurt. [t is believed that the tramps un- 
coupled the train, but, not being familiar with the road, did it 
on a down grade. 

On the afternoon of the 17th a freight train on the Erie Rail- 
way ran into some cars which had broken loose from a preced- 
ing freight near Great Valley, N. Y., wrecking several cars. 

the morning of the oad a freight train on the Boston & 
—T ran into the rear of a preceding freight, which had 
stalled on a grade near Dalton, Mass, throwing the caboose 
over and killing a brakeman. The second train had been sig- 
nalled and was coming up to help the first, but the engineman 
miscalculated the distance and came on too fast. 

On the afternoon of the 24th, while a freight train on the 
Rhode Island & Massachusetts road was switching some cars 
at Diamond Hill, R. 1.,a car broke loose and ran down the 
_ into the rest of the train, which had been left standing 
there. Several cars were badly broken anda brakeman severe- 
ly hurt. 

On the evening of the 24th a freight train on the Chicago 
Burlington & Quincy ran into a preceding freight, which bad 
stopped for water at Kent, Mo., damaging a number of cars 
and blocking the road several hours. 

On the afternoon of the 26th a coal train on the New York 
Central & Hudson River road ran into the rear of a freight, 











not see the freight until they were 
close upon it, on account of a sharp 


curve. 

On the 23d a through freight train on the Fitchburg Rail- 
road ran into the head ofa way freight which was just goin: 
on a siding at Athol, Mass. Both engines were wrecked an 
several cars damaged. 

On the morning of the 24th an cast-bound passenger traip 
on the Albany & Susquehanna road ran into tne head ola 
west-bound passenger, which was just going into a siding at 
Collier’s, N. Y. Both engines and severa) cars were damaged 
and a brakeman hurt. The west-bound train was behind 
time. 

On the night of the 27th an express train on the Intercolo- 
nial Railway ran over a misplaced switch and into the head of 
a freight train which was standing on a siding at Petiteodiac, 
N. B., damaging both engines and blocking the road two 
bours. 

On the afternoon of the 28th a freight train on the Chicago, 
Burlington & Quincy road ran into a shifting engine near the 
head of the yard at Quincy, [)., damaging both engines and 
several cars. At that point the track curves around a bil) and 
several buildings beside the track add to the difficulty of see- 
ing approaching trains. 

n the 30th there was a batting collision between two 
freight trains on the Centra) Railroad of Georgia near Savan- 
nah, Ga., by which both engines and several cars were dam- 
aged and the road blocked some time. There was a violent 
rain storm at the time. 

DERAILMENTS, BROKEN BAIL. 

On the morning of the 5th the engine of an express train on 
the yy Burlington & Quincy road was thrown from the 
track in the yard at Galesburg, I!l., by a broken rail. The en- 
gine —_e and the fireman was hurt so badly that he died the 
same 

On the 8th a passenger train on the Mississippi Central road 
was thrown from the track near Frost, Ky., by a broken rail, 
doing some damage and injuring five persons. 

On the morning of the 9th a freight train on the Chicago, 
Rock Island & Pacific road struck a broken rail near Platte 
City, Mo., and the engine and four cars went down 4 hi 
bank and were wrecked. The engineman was hurt so that he 
afterward died; the fireman was also badly hurt. 

Early on the morning of the 12th an express train on the 
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Houston & Texas Central road struck a broken rail near 
Hearne, Tex., and three cars went into the ditch, injuring four 
passengers and blocking the road ali day. 

DERAILMENTS, DEFECTS IN TRACK. 

Near midnight on the 25th the engine of a freight train on 
the Wabash road was thrown from the track by a defective 
= at Philo, ll. The engine upset, blocking the road 
all night. 

On the night of the 31st a passenger train on the Lake Erie 
& Louisville road was thrown from the track by a defective 
joint, near Fostoria, O. 

DERAILMENT®, BROKEN AXLE. 


On the evening of the 9th 13 cars of a coal train on the New 
York Division of the Pennsylvania Railroad were thrown from 
the track by the breaking of an axle, near Wheatsheaf Lane, 
Pa. The cars were piled up over both tracks, blocking the 
road some time. 

On the morning of the 22d three cars of an express train on 
the Ohio & Mississippi road were thrown from the track near 
Noble, Ill., by the breaking of an axle under the baggage car. 
Some damage was done and the road blocked three hours. 


DERAILMENT, BROKEN BRIDGE. 


On the afternoon of the 2d a freight train on the Cleveland, 
Columbus, Cincinnati & Indianapolis road broke through a 
bridge over Fall Creek, near Pendleton, O., and several cars 
fell into the creek. The bridge was a temporary trestle, used 
while a stone bridge was being built. 

DERAILMENT, SPREADING OF RAILS. 

On the evening of the 6th a passenger train on the Utica & 
Black River was thrown from the track at Port Leyden, 
N. Y., by the spreading of the rails, and one car went down a 
bank. The road was blocked one hour. 


DERAILMENTS, WASH-OUTS AND LAND-SLIDES. 


On the afternoon of the 4th the engine and one car 
of a passenger train onthe Wilmington & Northern road 
ran into a washed-out culvert near Waynesburg, Pa., wrecking 
the engine, killing the aes and yay | the fireman. 

On the night of the 4th the engine of a coal train on the Del- 
aware, Lackawanna & Western road was thrown from the track 
by a wash-out at Bergen, N. J. : 

On the evening of the 4th the engine and 20 cars of a coal 
train on the Philadelphia & Reading road ran into a wash-out 
near Royer’s Ford, Pa., and were piled up in a bad wreck. 

On the evening of the 4th a passenger train on the New 
York Central & Hudson River road ran into a wash-out near 
Mount St. Vincent, N. Y., and the engine and four cars left 
the track, doing some damage. i : 

On the night of the 4th a passenger train on the Belvidere 
Division of the Pennsylvania Railroad ran into a culvert near 
Milford, N. J., which had been washed out during a violent storm 
then prevailing. The engine went down on its side with the 
baggage car on top of it, the smoking car was swept out into 
the slaware River, and the next car remained on the side of 
the bank, which is very high. The engineman, conductor and 
five passengers were Tull or drowned and four persons were 
seriously burt. 3 ; 

On the night of the 4th a train onthe Pickering Valley 
Branch of the Philadelphia & eons, road ran into a gap near 
Kimberton, Pa., where a high bank had been washed out dur- 
ing a violent storm then prevailing. The engine, which was 
running backwards, went down into the gap with the first pas- 
senger car on top of it and the second car fell with one end on 
the first. A milk car on the rear of the train remained partly 
on the bank. The train was crowded with passengers return- 
ing from a reunion of the Pennypacker family at Schwenks- 
ville; seven were killed at once, four more hurt so that they 
died soon after, and 50 others were more or less hurt. There 
was no culvert at this point, as there was no water course there 
and it was unusual for water to collect at that point. A cor- 
oner’s jury, after a Jong investigation, brought in a verdict 
freeing the company rom censure so far as the wash-out 
was concerned, holding that the storm was phenomenal in 
its character and could not be provided against by the exer- 
cise of ordinary care and foresight. The jury, however, blamed 
the trainmen for running the engine backwards and making 
up the train with the] milk car in the rear, contrary to the 
rules and general practice of the road. They also blamed the 
company for the practice of | gamed iron rods or gratings over 
the car windows, which would prevent the escape of passen- 
gers trom a wrecked car in many cases. 

On the morning of the 11th a freight train on the Baltimore 
& Ohio road ran into a land-slide near Cumberland, Md., wreck- 
ing the train and blocking the road ten hours. 


DERAILMENT, RAIL OUT FOR REPAIRS. 


Near noon on the 2d, a freight train on the Virginia Midland 
road was thrown from the track near MclIver’s, Va., at a place 
where some trackmen had taken outa rail for repairs. The 
engine and a number of cars were piled up in a bad wreck. 
The trackmen had put out a flag, but not far enough to give 
the train time to stop. 


DERAILMENTS, CATTLE. 


On the 2d a freight train on the Erie Railway ran over a cow 
near Hunt’s, N. f. and several cars were thrown from the 


track. , sl 

On the 10th five cars of a train on the Central Pacific road 
were thrown from the track near Vina, Cal., by a steer, which 
jumpe‘! from the open door of a stock car upon the track. 

On the evening of the 17th a passenger train on the Dela- 
ware Western road ran over two horses in Wilmington, Del., 
and one car was thrown from the track. 

About noon on the 25th a passenger train on the Grand Trunk 
Railway ran over a cow in Buffalo, N. Y., throwing the whole 
tram from the track. i 

On the evening of the 29th the passenger train on the Mt. 
Pleasant & Broad Ford road ran over a cow near Fountain 
Mills, Pa., and the engine and baggage car left the track. The 
engine upset in the mud, injuring the engineman. 

DERAILMENTS, ACCIDENTAL OBSTRUCTION. 


On the afternoon of the Ist, asa freight train on the St° 
Louis, Alton & Terre Haute road was going up the grade at 
Reeb’s, Ill., with a pusher in the rear, a draw-head on one of 
the cars broke and fell on the track. ‘Lhe car was throw 1 over 
and 12 other cars piled up on top of it, making a bad wreck. — 

On the night of the 6th, as a ireight train on_ the Erie Rail- 
way was passing Carr’s Rock, Pa., a heavy rock fell from the 
clit, wreckin the car which it struck and throwiog 13 others 
from the track. The road was blocked six hours. 

DERAILMENTS, LOOSE OR OPEN DRAW. 

Very early on the morning of the 16th the engine and two 
cars of an express train on the Shore Line Division of the New 
York, New Haven & Hartford ran off the track on the bridge 
over the Connecticut River at Saybrook, Conn. It is said that 
the draw moved slightly while the train was passing over. 
breaking the connection of the rails at the end, but the guard 
timbers and check chains a the train on the bridge and 
prevented serious trouble. e bolt holding the draw fast is 
said to have been broken. 

DERAILMENTS, MISPLACED SWITCH. 


On the night of the 1st the engine of a freight train on the 
Michigan Central road was thrown from the track by a mis- 
Pp switch at Battle Creek, Mich., blocking the road several 

ours, 


On the night of the 4th the engine and several cars of a 
freight train on the Jefferson Branch of the Erie were thrown 


gine went down a high bank and was wrecked, injuring the en- 
gineman and fireman so that both died in a few hours. 

On the morning of the 6th a shifting engine in the Toledo, 
Peoria & Warsaw yard at Peoria, [ll., was thrown from the 
track by a misplaced switch and badly damaged. 

On the night of the 6th the engine and one car of a freight 
train on the Richmond & Danville road were thrown from the 
track by a misplaced switch at Mattoax, Va., and the engine- 
man had an arm broken. 

On the a mynay J of the 13th the engine and one car of a pas- 
senger train on the Dorchester & Delaware road were thrown 
from the track by a misplaced switch in Cambridge, Md., 
blocking the road several hours. 

Early on the morning of the 20th, as a freight train on the 
Louisville & Nashville road was going down the steep grade on 
the Cumberland Mountain the engine lost-contro] of the train 
and it ran down at a great speed to Tantallon, Tenn., where it 
struck a misplaced switch and left the track, wrecking a num- 
ber of cars. Two trainmen were hurt. 


DERAILMENTS WITH MALICIOUS INTENT. 

On the 2d a passenger train on the Batavia & Attica Branch 
of the New York Central & Hudson River was thrown from the 
track in Attica, N. Y., by a switch believed to have been pur- 
posely misplaced. 

On the night of the 5th a freight train on the Delaware & 
Hudson road was thrown from the track at Melrose, Pa., by a 
switch that had been purposely misplaced. The engine and 
several cars were wrecked, the engineman and fireman killed 
and a brakeman hurt. 

On the night of the 22d an express train on the Cincinnati, 
Lafayette & Chicago road was thrown from the track near 
Fowler, Ind., where a switch is believed to have been purposely 
misplaced. The engine upset and was badly broken, the ten- 
der was forced up on top of the engine and the postal car was 
damaged. The engineman and fireman were injured. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 

On the morning of the 2d a freight train on the Pennsylvania 
Railroad 1an off the track in Bordentown, N. J., blocking the 
road three hours. 

On the night of the 4th acar ofa freight train on the Erie 
Railway ran off the track at West Paterson, N.J. The train 
was afterwards wrecked by a following one, as noted else- 
where. 

On the 5th two cars of a wood train on the Mount Washington 
Railroad broke loose from the train on Mount Washington, N. 
H., and ran back down a grade jumping the track on a trestle 
bridge. Both cars and the bridge were badly damaged. 

On the evening of the 6th a passenger train on the Little Mi- 
ami road ran off the track near Xenia, O.,and five passengers 
were slightly hurt. 

On the 10th a freight train on the Central Pacific road ran 
off the track near Tehama, Cal., and five cars were wrecked, 
killing a lot of cattle. 

On the 12th a car of a freight train on the Chicago, Milwau- 
kee & St. Paul road ran off the track near Watertown, Wis., 
blocking the road four hours. 

On the afternoon of the 12th several cars of a freight train 
on the New York Central & Hudson River road ran off the 
track at Dobb’s Ferry, N. Y., blocking the road two hours. 

Early on the morning of the 16th some cars of a long freight 
train on the Pennsylvania Railroad jumped the track on a curve 
near Columbia, Pa. 

On the morning of the 17th a freight train on the Miasouri, 
Kansas & Texas road ran off the track near Boonville, Mo., 
and three cars were wrecked. 

On the 17th an engine on the Boston & Albany road ran off 
the turn-table at East Brookfield, Mass., and down a bank. 
It was badly damaged. 

On the morning of the 18th a car in a freight train on the 
Old Colony road ran off the track in Fall River, Mass., block- 
ing the road some time. 

On the evening of the 23d a passenger train on the Atlantic 
& Gulf road ran off the track near Statenville, Ga., damaging 
several cars, tearing up the rails and blocking the road all 
night. 

on the morning of the 24th a freight train on the Pennsyl- 
vania road ran off the track at Swissvale, Pa., wrecking three 
loaded cars and blocking the road four hours. 

On the 28th two cars of a construction train on the St. Louis 
& Southeastern road ran off the track near Tradewater, Ky., 
killing one man and injuring three others badly. 

On the mornivg of the 29th a passenger train on the Califor- 
nia Pacific road went into a water-course near Elmira, Cal., 
where a culvert had been burned the night before. The engine 
jumped the gap, but the tender and three cars went into it and 
were badly broken. Only one man was hurt. 

On the night of the 29th a passenger train on the Davenport 
& Northwestern road ran off the track near De Witt, Ia. 

About noon on the 30th a passenger train on the Utah Cen- 
tral road was thrown from the track and upset near Farming- 
ton, Utah, by a violent wind storm. The cars were badly dam- 
aged and five persons were hurt. 

On the evening of the 30th a freight train on the Pennsylva- 
nia Railroad ran off the track near Pittsburgh, Pa. 

BOILER EXPLOSION. 


On tbe 3d the engine of a freight train on the Boston & Al- 
bany road exploded its boiler while pouins slowly through the 
yard at West Springfield, Mass. The fireman had just gone 
out on the running-board to examine what appeared to bea 
small leak in the boiler; he was thrown to a great height and 
fell dead some 400 feet from the engine. The engineman was 
thrown from the engine and badly hurt. The forward part of 
the engine was torn to pieces. The engine was ten years old 
and was last thoroughly repaired about two years ago. 

This is a total of 82 accidents, whereby 81 persons were killed 
and 112 injured. There were 13 accidents whereby one or 
more persons were killed; 17 accidents caused injury less than 
death, while 52, or 63.4 per cent. of the whole number, caused 
no injury serious enough for record. 

These accidents may be classed as to their nature and causes 
as follows: 





from the track by a misplaced switch at Melrose, Pa. The en- 
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Five collisions were caused by trains breaking in two; four 
by misplaced switches; three by fog; two by failure to use sig- 
nals; two by mistakes in orders, and one by a wrecked train, 
There were 18 accidents caused directly by defects or failures 
of road or equipment. Of the collisions, one was between pas- 
senger trains, six between a passenger and a freight and 21 
between freight trains. There were 22 derailments of passen- 
ger and 31 of freight trains, and the only other accident was to 
a freight train. 

As compared with October, 1876, there was a decrease of 21 
accidents, of nine in the number killed and three in that in- 
jured. In October of last year there were many extra trains 
running, especially on Eastern roads, to serve the Centennial 
business, then at its height. 

The most unpleasant feature of the month is the large num- 
ber of accidents—nine derailments and four collisions—caused 
by misplaced switches. In four cases the switches were pur- 
posely set wrong, but there remain nine accidents, over 10 per 
cent. of the whole number, from carelessness in this respect. 
Butting collisions were in unusual proportion, equalling the rear 
collisions in number, which they have seldom or never done 
before in our record. The wash-outs are the worst and most 
fatal accidents in the list, and it is noticeable that nearly all of 
them resulted from the great storm of Oct. 4. 

For the year ending with October the record is as follows : 
No. of accidents. Killed. Injured. 

odin ae 23 185 





PUNOR s00ds sesccessegoee 
December....... oo 94 141 
January...... > o 3 10 148 
| . Ss >» 5 41 
BO Mika Wécecse sevke » “a 9 31 
BOE enc cvecscccccccces eeu . @& 13 34 
Eee uae 12 41 
Sts kxbaasiesewed seme see ubeie oa 49 16 92 
Mbbbaddercecoceececss cctescdocused 53 21 144 
Pea ceccccccs coscccsccsetiendebens 98 46 220 
ND cuscwescds ccesbecnencsse dah 84 20 88 
SEE ade cectcsce coccdecssban tenet 82 31 112 
Pons stoves. vasdrcséokinsraaea 926 300 1,227 


The averages per day for the month were 2.65 accidents, 1.00 
killed, and 3.61 injured; for the year they were 2.54 accidents, 
0.82 killed, and 3.36 injured. The average casualties were for 
the month 0.378 killed and 1.366 injured; for the year, 0.324 
killed and 1.325 injured. 








Master Car-Builders’ November Meeting. 





As announced, the regular monthly meeting of the master 
car-builders and others was held Thursday evening, Nov. 15, 
at the rooms of the Master Car-Builders’ Association, No. 121 
we street, New York, President Leander Garey in the 
chair. - 

The President announced as the subject for discussion “ the 
average annual depreciation of railroad cars,” and called at- 
tention to the fact that the rooms were open and free to all 
persons interested in railroad “construction and maintenance, 
and especially to those interested in the construction and main- 
tenance of cars. 

The design was to discuss freight cars that evening, leaving 
passenger cars for some future occasion. First, he called at- 
tention to the condition of cars in this country. Probably 99 
per cent. were built by contract. The railroad company sends 
out to five, six or ten manufacturing shops for bids, and thus 
finds out the cost of the cars wanted, and what price to pay for 
them. On the other hand each of the manufacturers wishes to 
get the price down to the lowest figure possible in his answer. 

ach railroad company has a different style of car or uses dif- 
ferent material in its construction, such as wheels, bearings 
and various other points. When a manufacturer receives an 
order, then he commences to hunt around to get material to- 
gether ; he will first go to the axle-maker and make him figure 
up bis lowest price for a certain quantity, then to the maker of 
truck frames, wheels, etc., and so on till he gets the very low- 
est figure on all the materials. The result is, as he is com- 
pelled to deliver these cars under a time contract, and rather 
than pay forfeiture, he gets these materials lower than he 
could make them. Each one of these parties makes money 
who manufacture materials, and they frequently use their ma- 
terial at a very low price, material which Fi not bad, is often of 
a very poor character. The bad condition in which the manu- 
facturer gets the car out is owing to this. The lumber is 
usually green, the workmanship is not as good as it would be if 
they had more time to do it, and when the cars have been a 
little while on the road we begin to repair them. Now, in or- 
der to get at the average depreciation I will take a box-car and 
present the different items, giving the value of the new ma- 
terials, the value of it when worn out and the average life, con- 
sequently depreciation. 


them to be worn for eight years, we will assume them to be 
worth $100 when new, and the average life of the wheels to be 
four years, and the average value of the old ones when worn 
out to be $40. It leaves $60 depreciation in four years, which 
would amour.t t $15 for one year. 

(Here the following table was placed on the black-board 
representing a single estimate of, first, the original value of 
the different parts of the car; second, their value when the 
car is worn out ; third, the time required to wear out the car : 
fourth, the amount of depreciation in that time, and, fifth, the 
amount of depreciation per year) : 





Time re- ! 
Value of quired to Amo’nt! Rate of 
Value of | old cars wear out, ot | deprecia- 
new cars. when (the differ-\depreci-| tion per 
worn eut.'ent parts. ation. year. 

















es aid icnvareie $100 $40 4 years. $60 $15 
gg SP eee 50 18 8 - 32 4 
Journal bearings. 14 5 8 9 3 
BEUOE Bic cages 40 | 5 5 RS 35 7 
frames .... 45 15 (10 % 30 3 
Draw-bars........ 40 10 6 30 5 
Castings ..... ... 20 5 1 15 1 
Car-body......... 100 20 20 140 7 
ares 60 10 (10 50 5 
Painting.......... 21 0 7 21 3 
BOB. csscee. $550 | $128 $422 5 $53 





Mr. Garry continued—Now, gentlemen you will observe 
from the table that the first cost of material is $550; the value 
when worn, $128, and the average annual depreciation at these 
figures is $53, or nearly 10 per cent. It is not really the amount 
of wear that depreciates the cars in general use, if those who 
used the cars used them tairly, but they do not. An inspec- 
tion will serve to prove that are used unfairly. Perhaps a car 
is running for 11 months and new wheels are substituted; their 
broken timbers are altered, bringing up the average deprecia- 
tion by repairs which are made at the various shops to sbout 7 
per cent. Take a new car starting in a new train, some of the 





COLLISIONS: 
SPE Sc cBccanndaeccsse dees bc cueassevecévemessceese 14 
NOD oisneccccccsnsadaled baheee reed ob ubbacecece 14 
— 28 
DERAILMENTS: 
IS 0's 5.5 v5's'o ee abs Tedenanone ec ses 009s bsbiecbs Sexe es 15 
TIE co Sake -Sdeuls cAdawiRaledebeUbsw Sarbeudcbvesiee ct 4 
Defective frog..........see UM amb oes 60 ee bSSdewbbecssdesivenc 1 
BND MUNG a uc s cic vncs cndtwhideep.d6aesdbeddds Kowasedeescess 1 
PID. on. 9 cade bapencite éadele | DERMOMSEDESREDL O40 4s 606% 2 
BE IOS 5 0.0.40. cine nit s.00%6 abs estyail padechnsesbadeee tons 1 
IE ON BRAID 9.0 5c cess cccuspuenedessesened 00s viteveces 1 
Pc 5.556 eh cndge ¢hncannas ake OSCAR RES CEneb aba ne en ee & 6 
IEE Rand whaes 05 4b 0 ocdgs cab be sNasepependbbenetenscances 1 
| 3 Ara riyi cs iti creer eee 1 
CE UME be osc iccacvcccsecslntocsesbhswendedddeccds es 5 
SARRORAD ION so. 55 ods 56 wh debi 505060 8650 vee cc cee 2 
DORR GD BIW bo iis 6'nnk kde cdebtetiecdescdcetedans cee 1 
Misplaced switch.............+ OOP doe cecsccecccccocesecececs 9 
Sr ey er ene a ere 1 
SE UNO sb api Sccaccatevebe abs baswcdes swith bob be0tece 1 
SPERMINE OF ONG OF MANNS oo sc ctcs vite sete ccecavcdesiceccs 1 
— 53 
Re CUNO a aos 2.0 60040 cn daskthe ieeteeeaceGisadeed cadiccdbee 1 
Es 90 bq nse §.cscewss dpvesscceGadibqgueckale kh éebeensseneese 82 


cars are racked in the first 100 miles; it shows badly in a few 
months and new ones are put in. This shows it leaves them no 





Now, we will take, for instance, the wheels first. Allowing F 
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better at the end of the year than when the cars were putin 
service. This, added to the av e depreciation, would prob- 
ably carry it to 20 per cent., or at least somewhere between 15 

20 per cent. It has been claimed by some of our master 
car-builders, who have had a good deal of experience, that 
there is no depreciation in a car for the first year’s service, but 
I claim there is. If there was no depreciation the first year, 
why should there be the second, or even the third? ey 
claim that there should be a sliding scale of depreciation, the 
first a little, the second an increase, and go on. My opinion is 
that the matter of depreciation is due according to the amount 
of use the car is put to, and in proportion to the way we 
keep it. 

. Apams, of the Boston & Albany Railroad, said: Mr. 
Garey has very plainly shown some of the causes of deprecia- 
tion. It seems to me we want to get a proportional deprecia- 
tion of the cars on an average, according to the time they 
have been in service. In other words, if you put a car in ser- 
vice for five years, with average use, under all the circum- 
stances, the average of that car’s depreciation will be much 
less than the original cost. Now, in the estimate on the dia- 
gram we have had a depreciation of 10 per cent., but there is 
no calculation there for the amount expended on that car to 
keep it up to its original value during the number of years in 
use. Now, when cars are put in service, in order to keep up 
their life time, they require repairing very often; some cars re- 
quire three times as much as others, and what is required is to 
strike a general average, including those repairs. 

There is a car that originally cost $500 or $600, and there 
has been three times that much laid out on it during the life- 
time of the car, and it seems certain you will agree it has lost 
a great deal of its original substance. It has not got the 
same roof andit has notreally got the same timbers. It is 
not really the same car, but it stands for it, and would be 
recognized as such if it was burned or destroyed. 

If f understand Mr. Garey’s table, he puts the rate of depre- 
ciation down at 10 per cent. on the material for one year. I 
think whatevcr repairs are made on a car puts it in better con- 
dition, and therefore makes the rate of depreciation less. Ifa 
car depreciates 10 per cent. in a year and 5 per cent. repairs 
are made on it, the depreciation for the year is only 5 per cent. 
really. In other words, if a car had run for11 months and 
then the repairs made on it amounted to 9 per cent., then there 
would be only 1 per cent. depreciation for actual service, and 
that would make the cara good deal better, in my opinion, 
than when it first went into service. According to Mr. ‘ey’s 
reasoning the timber may have been very green, the journal 
bearings may have been made of bad or r materials, and 
the various other parts may have been defective, and after 
looking the structure over, we put on a new set of wheels, 
tighten up all the shrinkage of the green timber, and I ven- 
ture to say that it would be better than when origirally built. 

Mr. Garey said: I think Mr. Adams rather misunders' 
me. I made this depreciation about what it would be if the 
cars were used as they ought to be. It is very singular that 
Mr. Adams could niake a car half-worn out better than when it 
was new; but such is the case. When cars are taken into a 
shop for repairs they are generally put in better condition than 
they were originally , putting in better timber or timbers 
better framed, and if the work is not well done it will be surely 
returned to the shop; so it is evident the person doing the 
work will endeavor to prove it successful. The actual depre- 
ciation is what should be allowed in settling for cars destroyed, 
and this is the reason I give these figures, that you may take 
them to pieces and by working at them get at the true depre- 
ciation. 


I received a letter from a gentleman to-day who was formerly 
in favor of making adjustments of accounts on a basis of 5 
cent. annual depreciation, and was in favor of it for years. He 
is now pretty well satisfied that 7 per cent. would be a fair rate 
of depreciation. 

Referring to the depreciation of cars after they have been 
running some time, if you have a car running a year and you 
determine the depreciation at 10 per cent. in one year on $550, 
what will be the depreciation in succeeding years? ; 

Mr. Forney said it depended on the rate of depreciation. If 
you deduct 10 per cent. each successive year, your car will last 
forever. 

Mr. Garry.—Well, you can get the difference out of the old 
material left. 

Mr. Forney.—The theory is this. Take the woodwork of a 
car ; the first year it will run on very well; the second year it 
may wear, and the third year still more, and at the end of 
several years it will go to destruction. Now, what is the rate 
of depreciation for the several years ? 

Mr. CHAMBERLAIN.—A piece of timber, before or when it com- 
mences to decay, must go on a sliding scale, and decay takes 
time for timber and cannot well be done in one year. In re- 

ard to the depreciation of cars, there is no man in the United 
States who can tell anything about it, to carry it down to actu- 
al facts and figures. I think there ought to be a distinction 
made between iron and wooden trucks, and the depreciation of 
trucks is not the same as that of the other parts. feel confi- 
dent in my own mind that the depreciation is about 10 per 
cent. In regard to the average depreciation of cars, it is one 
of those knotty points I am not able to solve. 

Mr. Apams.—Mr. Forney alluded to the wayin which we 
should keep the depreciation, or keep an account of the re- 


pairing of each car; 50,000 cars might look to him like a very 


arge number to hold and keep in repair in a year. He would 

like him to keep account of so many; he would want a-thou- 
sand clerks to keep a record of 1ts first Sepresintion and during 
its lifetime. He had repaired some 10,000 cars during the last 
12 months, and if Mr. Chamberlain gave au aecount of his 
road, which is somewhat larger, it is no less than 25,000 they 
would have repaired during the year. And he had no doubt 
that Mr. Garey’s road would double theirs. 

Mr. CHAMBERLAIN mentioned a very important point; he said 
truly that there was a great difference in depreciation between 
iron and wooden trucks. They have iron trucks for 25 
years, and they are good to stand 20 years yet. Whereas, if 
you had a wooden truck you would have to repair it four or 
five times and yet would have none of the original wood there. 
They all must —_ that if half of the freight cars were built 
by the roads themselves, and of a uniform character, they 
would last at least twice as long as all the cars built under con- 
tract. The more he saw of this matter, the more he thought 
the rate (six 7 cent.) allowed at heir meeting in Chicago to 
be correct. It strikes him that the only possible data which 
would give the depreciation are the actual average life of the 
cars through this country. If it is agreed that 10 or 15 years 
is the average life of the car, that is the only way to agree up- 
on the depreciation. 

Mr. Forney.—Mr. / dams referred to the great trouble and 
expense there would be involved in keeping the repair accounts 
of the different car-shops in detail. I maintain that there would 
be no more difficulty than in keeping the accounts of any com- 
plicated private business in New York or any other city. 

Mr. Apams.—I had reference to an individual account of each 
individual car. 

Mr. Forney.—So have I. It would be profitable for a rail- 
road oe to keep an account of the cost of even special 
parts of the car, such as the trucks, roofs, etc. 

Mr. Lz1cHton.—I have been looking there at the table and 
see that a car body is put down as $160 for cost, and next 
comes $2(), the value when worn out, leaving the depreciation 
$140 in 20 years, or $7 per year. Now, sup that the body 
costs $160 to make ; youreckon the depreciation at $7 per year; 
you have run the car 12 months and then you have got to put 
on $5 for repairs, to make it as good as when first put on. 


What I want to find out = Wi the depreciation is $7 or $12. 
After some additional debate it was finally decided to let the 
question lie ever for discussion at the January meeting, when 
some of the members thought they could pre are and present 
their views in better form. The question for discussion at the 
| December meeting, owing to the absence of some of the com- 
| mittee, was uot decided upon. Mr. Forney promised, however, 
| in reply to Mr. Chamberlain, that full and sufficient notice of 
next question for discussion would be given to the different 
— also a synopsis of the gen jeatures of the sub- 
ect. 


The Buffalo Meeting 1e Concerning Car Reporting. 


In connection with the report of the Nashville meeting held 
Oct. 30, and called by President Standiford, of the Louisville 
& Nashville Company, the following circular has been issued 
by the President (S. B. McConnico, Auditor New Orleans, 
Jackson & Northern) and Secretary (G. C. Breed, President’s 
Secretary, Louisville & Nashville) of the Nashville meeting, 
in accordance with a resolution passed at that meeting: 

CIRCULAR NOTICE. 

In accordance with instructions from the ok held at 
Nashville, Tenn., on Oct. 30, 1877, the President and Secretary 
of said meeting have concluded ‘to add but few suggestions, 
and to print under same cover (instead of issuing special cir- 
cular) with the minntes of said meeting. 

We certainly think the time is fully ripe for the genera] and 
universal reporting of *‘ individual car mileage,” and that it 
is almost of equal necessity that a “daily interchange car re- 
port” should be adopted. Many of the roads have already 
commenced reporting individual car mileage, and doing it 
daily; but as long as all roads do not so report, and no general 
uniform system obtains, the good results are but partial. It 
is scarcely necessary tosay that, generally speaking, the car 
accounting system of railroads is behind the age, and does 
not keep pace with other kinds of clerical service. The loose 
manner of keeping car mileage, and the still looser manner in 
which it is generally reported, prevents managers of railroads 
from knowing two very important matters, which should be 
known: First, where their cars; and second, whether while ab- 
sent they are receiving adequate compensation for the ser- 
vice. 

It may be questionable with a great many whether a regular 
** per ciem” compensation for car service would not correct 
the ills that the car-owner imagines he often experiences from 
the user; butwe submit thatif that usage should obtain, it 
would be unsa'isfactory in many ways to both parties. 

Every argument, when fully weighed and discussed, seems 
to demand » more perfect system of car accounting. ‘lhe sug- 
gested new plan of giving each road, upon application, and 
furnishing its chart, an initial letter or l-tters (not more than 
two), and the plan of numbering stations with their mileage 
distance trom their important terminus, will, we think, recom- 
mend themselves to you. 

Tn any event, however, we cordially invite you to join us at 
Buffalo, N. Y., on the 5th of December, by sending your Gen- 
eral Manager, or your Auditor, or Car Accountant, wito full 
power to act in the premises. We refer to the minutes of the 
meeting herewith, where the fact is mentioned that with but 
one exception (and that one was in full accord), every repre- 
sentative in attendance at the meeting fully bound his road to 
commence the new system by the Ist of January proximo, and 
the further fact that every resolution passed uwnanimously, 
showing that no division of feeling was had among the entire 
membership with regard to the importance to be attached to 
the new departure, to its entire feasibili y, and its nearly in- 
appreciable expense. 

t only remains to be added thatit any road desires to be 
assign its imtial, it will be so assigned by sending a de- 
seriptive chart ofits line, rolling stock, etc.. etc., to H. T. Curd, 
Esq., Auditor, etc., Louisville, Ky. 

Signed, 8. B. McConntoo, Pres’t. 
G. C. Brezp, Sec’y. 
To this circular is appended one from President Standiford, 
in which, after reciting the circumstances attending his call of 
the Nashville meeting, and its action, he says: 


“This meeting having adjourned to meet at the Tift House, 
in Buffalo, N. Y., on the 5th proximo, I would respectfully ask 
that the general managers of the Northern roads would, in con- 
junction with those of the South, either attend in person or 
send their car accountants or auditors fully empowered to act 
in this important matter, and thus secure a uniform system of 
kee ing and reporting car mileage, so important to all rail- 
roads. 


The substance of the action of the Nashville meeting, which 
it is hoped that the Northern roads will endorse and adopt at 
the Buffalo meeting, is described in the report of proceedings 
as follows: 


After a long informal discussion, a resolution was carried 
that the different roads of the United States should be desig- 
nated by letter, and that some Auditor or Car Accountant shall 
be chosen who shall assign the letter or combination of not 
more than two letters to the different roads. 

A resolution was offered by Mr. Briggs, and carried, that it 
is the sense of the meeting that all roads in this Association 
number* their stations from their principal terminal point, ac- 
cording to the distance in miles, and that, unless impractica- 
ble, the station distances and numbers start from its eastern or 
northern terminus. 

A resolution was passed that the Committee on Reports and 
Blanks be instructed to report a uniform ‘ Daily Car Report,” 
so far as the consecution and matter of headings and rulings of 
columns are concerned. 

Meved and seconded that the chai: appoint a committee of 
three to report a system and form blank for daily interchange 
report of cars. Carried. 

he chair appointed Mr. Davies, Mr. Curd and Mr. Sweeney. 
Committee on Blanks and Reports reported the following : 
Proceedings. 

“For roads that do not keep foreign record, the following 
form of report will be used : 

Here insert name of road sending report. 
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tended to apply only to car mileage, and not to interfere necessarily 
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It was resolved that the time of entering into the proposed 
new system be the ist of December proximo, so far as practica- 
ble, and on the 1st of January, 1878, generally. 

On inquiry it was found that every delegate, with one except 
tion, reported that he was fully empowered to bind his road. 

The following resolution was passed : 

“* Resolved, That when this meeting adjourn it adjourns to 
meet at the Tift House, in Buffalo, on the 5th of December; 
that in the meantime the President and Secretary issue a cir- 
cular stating the results and unanimity of this meeting, giving 
the names of the roads that have agreed to enter into the new 
mileage system, reporting mileage daily from the Ist of De- 
cember, the name of the referee for apportioning the alphabet 
and its changes to each road and all other necessary portion 
of this meeting’s business.” 

The chair ares H. T. Ourd, of the Louisville & Nash- 
ville & Great Southern, a referee till the December meeting, to 
apportion the initials for each road, when any road may apply 
for its letter, by submitting its chart. 

The following resolution was passed : 

** Resolved, That each road supply the referee with a chart 
showing all the usual characteristics of the road, including its 
length, stations, mileage between stations, numbers of cars, 
character of cars, etc., etc.” 











RAILROAD LAW. 





Expense Resultiag from Ohange in Highway. 

In the case of the Borough of Irwin against the Pennsyl- 
vania Railroad Company, the railroad made use of a perma- 
nent highway in the borough and the consequent change in 
the highway made it necessary to build and maintain a bridge. 
The Pennsylvania Supreme Court has just decided that this 
bridge is necessary in order that the highway may serve 
the purpose for which it wes originally laid out. € con- 
struction of the railroad heving made the bridge necessary 
the railroad company is bound to maintain this bridge, and 
the borough can therefore recover from the company all 
money expended upon the bridge. 


Obstruction of Water Courses by Railroad Works. 


In a recent suit (Wagaer against the Long Island Company) 
the New York Court of Repenle sustained a decision of the Su- 
preme Court, which laid dowv the following rules as to stop- 
ping the flow of water by a railroad embankment : 

This is an action to recover damages against the defendant 

for constructing the embankment for its road along and across 
the adjoining land of the plaintiff, whereby the usual flow of 
the water across and off from the plaintiffs premises was 
dammed up and obstructed and caused to accumulate, whereby 
the plaintiff sustained damage. It seems to be perfectly well 
settled that no action will ie against a party for so using or 
changing the surface of his own land as to dam up and ob- 
struct the flow of surface water which has been accustomed to 
flow over and across the land of hisneighbor. * * Noaction 
will lie for the mere interruption of surface drainage. * 
A water course, according to the definitions of the authorities, 
‘consists of bed, banks and water, yet the water need not flow 
continually,” and there are many water courses which are 
sometimes dry. There is, however, a distinction to be taken 
in law between a regular flowing stream of water, which at 
certain seasons is dried up, and those occasional bursts of 
water which in times of freshet or melting of ice and snow de- 
scend from the bills and inundate the country. To maintain 
the rights to a water course or brook, it must be made 
to appear that the water usually flows in 4 certain di- 
rection, and by a regular channel, with banks or sides. It 
need not be shown to flow continually, as stated above, and it 
may, at times, be dry; but it must have a well-defined and 
substantial existence (Angell on Water Courses, sec. 4). 
“Water flowing through a hollow or ravine only in times of 
rain or melting of snow is not in contemplation of the law a 
water course” (Id., sec. 4). The plaitiff, as we think, not 
only failed to allege but to give any evidence tending to show 
the existence of any water course which the defendant had 
obstructed, and the motion for a nonsuit should have been 
granted. We think, also, that portions of the charge excepted 
to were calculated to mislead the jury. _ In one portion of the 
charge the Court, after having submitted to the jury the ques- 
tion as to whether there was a living running stream ob- 
structed by the embankment, said: “‘ You are to say whether 
this was practically a running stream over which the railroad 
company were bound to build a culvert so as to furnish drain- 
age for it. In other words, whether they were justified in 
building a tight dam across this valley, no matter whether the 
pRintiff’s en ee was submerged or not.” It seems to us 
that this charge was calculated to withdraw the attention of 
the jury from the true question at issue, if any there were, and 
to substitute in place of it, a question to be determined by 
them as to whether the defendant ought not, as a mere matter 
of fairness, and without any question of legal obligation, under 
all the circumstances, to have constructed culverts in their 
embankment, to facilitute the drainage of the plaintiff’s land. 
Liability for Damage to Depots. 

In the case of ey oy against the ——— Fort Wayne 
& Chicago Co., the Ohio Supreme Court lately held: A railroad 
company is not liable for injuries occasioned by its buildings or 
structures being blown down by storms, where it has 
that care and skill in their structure and maintenance which 
men of ordinary prudence and skill usually employ; and it is 
error in such eases to charge the jury that the company is 
“bound to against all storms which can reasonably be 
anticipated.” The judgmen: of the lower court, giving dam 
ages, was reversed. 

" = Bingham against the same company the same court also 
eld : 

A railroad company is not liable for an injury to a person 
resulting from its failure to exercise ordinary skill and care in 
the erection or maintenance of its station-house, where, at the 
time of receiving the injury, such person was at said station- 
house by mere permission and sufferance, and not for the pur- 
pose of transacting any business with the company, or its 
agents, or on any b connected with the operation of the 
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THE BALTIMORE & OHIO REPORT. 


We have elsewhere spoken of the companies’ fiscal years 
which close from June to October as likely, on the whole, 
to show the smallest earnings reported for many years, 
and we cited the Grand Trunk’s report for the half-year 
ending with June as evidence. We need not have gone to 
Canada for testimony, however. Now comes the Baltimore 
& Ohio report for the year ending with September, making 
& very unsatisfactory showing, the gross earnings compared 
with 1876 being 12 per cent. less, and 16 per cent. less 
from 1,471 miles of road in 1877 than from 950 miles in 
1873. Every division except one small one shows a de- 
crease in receipts, amounting on the ‘‘Main Stem and 
branches” to more than 14 per cent., and on the Chicago 
Division, which has little but through traffic, to 22} per 
cent. 

The Baltimore & Ohio does not report the amount of its 
traffic or the average rates received, so that we are unable 
to say how far this falling-off was due to a decrease of traf- 
fic and how far to reduced rates. There was doubtless a 
reduced traffic, for the fiscal year included but a few 
months of a really heavy produce movement. ‘his is 
further indicated by the figures given in the report for 
some of the more important through shipments. It would 
not seem that the rates should have been lower on the 
average in 1877 than in 1876, for the bitterest part of the 
railroad war was over when the last fiscal year closed, 
and during most of last year full passenger rates 
were received, while in 1876 the Centennial 
traffic was carried at reduced rates. But the effects of the 
railroad war of 1876 lasted long after peace was declared. 
Many contracts were made in the summer of 1876 which 
gave shippers the right to send by the low rates then 
made until last summer. If the Baltimore & Ohio made 
such contracts as freely as some of the other parties to the 
contest, it did not carry much through freight at remu- 
nerative rates until July of this year, and so had nine 
months of unprofitable rates in its last fiscal year, against 
a somewhat shorter period of ‘‘ war” in the fiscal year 
ending Sept. 30, 1876. 

The net earnings of the whole system of roads worked 
by the Baltimore & Ohio Company, 1,466 miles in all, 
were $4,982,805 in 1876-77, against $5,421,380 in 1875-76. 
Last year they were at the rate of $3,400 per mile of road. 
The report now published contains no income account, 
nor does the income account in the full report state in 
detail the amounts paid for interest on funded debts and 


for rentals of leased lines, but as nearly as we can ascer- 
tain these fixed charges now amount to about $3,400,000 
per year. This would leave of last year’s net earnings 
about $1,580.000, with which to meet interest on floating 
debt (this company is said to have been carrying an enor- 
mous one), and the cost of the small additions usually 
necessary yearly and paid for partly out of income, and 
finally the dividends on the stock. The $1,580,000 is 
equivalent to 10 per cent. on the common stock after pay- 
ing the 6 per cent. guaranteed on the preferred. This 
company, however, has never used nearly the whole of its 
surplus for dividends. The greater part of it has gone for 


the construction of extensions and branches which have 
524 


brought the main lire much traffic, but little or no profit. 
For the past five years the gross and net earnings and 
working expenses of the entire system worked by the com- 


5 | pany have been: 


Year ending Gross Net 
Sept. 30. earnings. Expenses. earnings. 
ror $15,693,198 $10,141,623 $4,551,576 
BET Bocce cccccccccscoce 14,947,090 9,416,651 5,530,440 
BEN vccsctscscoe, coves 14,444,239 9,908,665 4,535,573 
Deicatcewssacenctecetas 15,031,236 9,609,857 5,421,380 
BOTT occ ccccescoscccsces 13, 208, 860 8,226,055 4,982,805 


During this period the mileage worked has grown from 
950 to 1,466 miles, and even from 1876 to 1877 there is an 
increase, the 174 miles of the Pittsburgh Division having 
been worked but nine months of the previous year. Allow- 
ing for this, the gross and net earnings per mile have been: 


Gross. Net 
TN OPPO EOEE Fos $10,562 $3,809 
BURNT cone cevecaceucesceuncesaccequaseubss 9,010 8,399 


In earnings per mile, therefore, the decrease has been 15 
per cent. in gross and 103 per cent. in net. 

The chief acquisitions of the company for many years 
were the lines west of the Ohio, which, with the Pitts- 
burgh & Connellsville east of that river, were expected to 
contribute largely to the earnings of the mainline. The 
earnings 9{ the latter are not given separately, but to- 
gether with those of a number of branches, including most 
of the road east of the Ohio, with the exception of the 
Pittsburgh & Connellsville and 100 miles of road in Vir- 
ginia. 

The gross and net earnings and expenses of this Main 
Stem and branches (5614 miles) for five years have been : 


Gross earnings. Expenses. Net earn. 
WOTB, ccc cccccesecccces $12,252,844 $7,318,048 $4,934,796 
Bs oescdsesvecccsnes 11,693,956 6,675,895 5,018,060 
1BTB..cccccccccccccces 10,514,179 6,176,801 4,337,378 
rr 9,632,361 5,411,636 4,220,725 
BATT csccecevcvccvsess 8,262,045 4,605,152 3,656,893 


The decrease since 1876 has been 14} per cent. in gross 


earnings, 15 per cent. in expenses, and 134 per cent. in 
net earnings. Since 1873 the decrease has been 324 per 
cent. in gross earnings, 37 per cent. in expenses, and 26 
per cent. in net earnings. This, however, does not repre- 
sent the whole decrease, for during that time 104 miles of 
road have been added to what is called ‘‘Main Stem and 


branches.” The figures per mile of road for 1873 and 1877 
are: 

1873. 1877. 
ONS COMIN. k.6 60 o0c ce venssessagesccascso’ $26,958 $14,820 
TEXPONBOR..cccccce cocccccvccccscssceccosececs 16,101 8,260 
Not GCarMingS.......cccccsccsccsscercccvescocs 10,857 6,560 


The company for many years was attracted by the vast 
Northwestern business which is chiefly centred at Chicago 
and Milwaukee, and made special efforts to secure a share 
of it. Its chief expenditure on that account was for the 
construction of the 260 miles of new road now known as 
its Chicago Division. 

This Chicago Division has showed 
sults since its opening: 

Gross earnings. 


the following re- 


Expenses. Net earnings. Deficit. 


1874. ....0006 $64,053 $36,858 So ree 
1BTB...cceeee 959,164 hoe $210,168 
1876. ..ecceee 1,231,786 1,065,083 A Cee 
1BTT...cceces 957,695 834,415 123,280 


Only a small part of the road was open in 1874, but the 
entire 260 miles has been worked since, and the net result 
for the whole period has been an income of $107,011, or 
$412 per mile, equivalent to about $137 per mile yearly. 
The gross earnings last year on this division were at the 
rate of $3,573 per mile of road worked. The chief com- 
petitors of this division are the Pittsburgh, Fort Wayne & 
Chicago, the Luke Shore & Michigan Southern, and the 
Michigan Central. The latest reports of these roads show 
gross earnings per mile amounting to $16,780, $11,851 (in- 
cluding branches) and $19,610, respectively. It does not 
appear from this that the new road has been able to divert 
any considerable part of the Chicago traffic. A much 
larger part of its receipts than of those of these other lines 
are due to the Chicago traffic. They all have many consid- 
erable large towns at their stations, and a very large local 
traffic; the Chicago Division of the Baltimore & Ohio 
passes through no large townsand has a very light local 
traffic. 

Although the earnings and profits of this company 
have, in proportion to the capital” invested, declined 
constantly for several years, there is reason to believe that 
it, like Many other companies, has passed the period of 
greatest depression. It has suffered especially from low 
rates, the through traffic on some of its lines being 
unusually large in proportion to the local. What is 
especially creditable is that it has so nearly maintained 
its grain business, in spite of a lighter movement in the 
country at large and the fact that its business in 1876 was 








vastly greater than ever before. Soalso its petroleum 


traffic, which has been almost wholly created within a few 
years, has continued to grow, and generally in the 
business which is competed for most eagerly, the 
Baltimore & Ohio seems to have held its newly- 
acquired important position very firmly. So far, 
doubtless, this business has brought it very little profit, 
But it is now beginning to be profitable. Since July the 
Baltimore & Ohio has made money on its business to and 
from the West, and with the present prospects for a large 
traffic, and the maintenance of remunerative rates, the re- 
turns for the current year are likely to contrast very favor- 
ably with those just made. 








The New German Freight Tariffs. 


The German railroads having agreed upon a uniform 
tariff system, the maximum rates for the different lines are 
being fixed under this system, being subject in Prussia, 
and doubtless in other States of the Empire, to the ap- 
proval of the Government. By the system adopted the 
classes are as follows: Fast package freight (similar to 
our express service); package freight; two general car-load 
classes (A'and B); a special car-load class (A*) and three 
special classes for car-loads (classes L, I. and IIL). The 
rates consist first of a terminal charge, usually not vary- 
ing with the distance, though it does sometimes, and sec- 
ond of arate per kilometric ton (2,204 lbs.) per kilometre 
(0.6214 mile). The terminal charge is for every 220 Ibs, 
and fraction thereof. A recently published table of the 
tariffs of 55 different roads shows comparatively small dif- 
ferences in them. The rates given for most of the Prus- 
sian State railroads, are as follows, reduced to miles, tons 
of 2,000 lbs., and American gold: 


Terminal charge Freight per ton 


r ton. per mile. 
Fast package freight............ 88 cents. 7.810 cents 
Package freight... .......-++++++ a 3.905 ** 
Class Al 44“ 2.307 “ 
Class B . 2.130 “ 
Class A2 1.953 “ 
Class I 1.580 “ 
Class II 1.242 “ 
Class III 0.944 “ 





Some of the other lines have lower rates on some of the 
classes. Below we have applied the tariffs of the road 
which has in most classes the lowest rates to a distance 
equal to that from New York to Chicago, and given the 


equivalent rates per 100 Ibs : j 
Fast package freight..........cscceccsceccccecccccccccecccesces $3 81 
—— MeIGht.....ccccccccccccccccescescccceevcccesccccevscce 1 82 





These rates are such as the trunk lines would be glad to 
be able always to get from New York to Chicago; but this 


is not a fair way of looking at it. They are maximum 
rates, and the rate per mile is very little lower than for 
the shortest distances. For instance, for 100 miles the 
rate per 100 Ibs. would amount to but 43} cents for express 
(fast package freight), to 21 cents for package freight, and 
to 14 cents, 12 cents, 10} cents, 9} cents, 7} cents and 6 
cents for the several car-load freights. 

It must be remembered, however, that no one can ship 
less than 11,000 Ibs. except at the two higher rates. It 
should also be remembered that the German railroads are 
able to obtain the higher rates on a large proportion of 
their traffic, and that, on the average of all freight, 
through and local, of all classes, the rates have been lower 
here recently on many roads with large through traffic 
than on any German railroad. Then there are here great 
differences on different roads, and there ought to be, and 
there are also here great differences between through and 
local rates, such as do not exist in any continental coun- 
try, where competition to a great extent has been pre- 
vented by law. The differences there, probably, are not 
so great as they ought to be: here, undoubtedly, they are 
vastly greater than they ought to be, but cannot be re- 
duced except by some plan which will make possible the 
raising of the through rates. That is, the process of 
equalization must be the movement of through and local 
rates toward each other, except where the profits are now 
wholly inadequate. 


Record of New Railroad Construction. 











This number of the Railroad Gazetie contains information of 
the laying of track on new railroads as follows : 

Brown Lumber Company.—Track laid from Whitefield, N. H., 
east to Jefferson Meadows, 12 miles. 

Ligonier Valley.—Completed from Latrobe, Pa., southeast to 
Ligonier, 10 miles. It is of 3 tt. gauge. 

Columbus & Hocking Valley.—The Monday Creek Branch is 
completed from Nelsonville, O., east to the mouth of Snow 
Fork, 3 miles. 

This is a total of 25 miles of new railroad, making 1,892 
miles completed in the United States in 1877, against 1,970 
miles reported for the corresponding period in 1876, 1,150 in 
1875, 1,664 in 1874, 3, 276 i in 1873, and 6, 202 in 1872. 








Tue Lone IsLanp Rarnoans seem to have made short 
work with one great fortune, Mr. Conrail Poppenhusen, the 
head of the family which controls these roads, having tiled a 
petition in bankruptcy, though he inventories hi- asse‘s st 
$7,300,000. There seems tobe a popular feeling that one who 
controls a railroad controls a mine of wealth, probably o1 tLe 
assumption that a big property must be a profitable ore, 124 
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some have even complained that Poppenhusen was wrecking 
the Long Island railroads, while all the while the Long Island 
railroads were really wrecking Poppenhusen. It is doubtless 
true that some of the recent additions to the system of Long 
Island railroads have not increased but have actually decreased 
the total value of that system. The waste was likely to be 
stopped by the union of all the roads under one management 
& year or so ago, but that union came too late : too many mil- 
lions had already been wasted. The island is narrow, three- 
fourths of it is thinly peopled, its heavy manufactures are al- 
most all where theyneed no railroad transportation. A good 
support might be afforded for a few roads in the western third 
of the island, and for one cheap one throughout its length ; 
but too many have been built, two companies often build- 
ing branches to compete for the traffic of some little town 
which could not support one. The very best thing for the 
roads, doubtless, will be to continue under one management. 
The simplification and reduction of the service, however, meet 
great opposition, especially from those who have suburban 
residences at the smaller towns. These people bought their 
land and built their houses supposing that the train service 
(which alone makes it possible for them to live in their houses) 
weuld increase and not decrease in the future. The with- 
drawal of a number of trains which do not pay may greatly re- 
duce the value of their property. But ne railroad company is 
bound to continue to lose money indefinitely to increase or 
preserve the value of the property on its line, and that sub- 
stantially is what a great many railroads do in connection with 
their suburban trains. There must be a survival of the fittest 
only of the branch railroads, and (which the land-owner is 
loth to believe) also a survival of the fittest only of the subur- 
ban towns. Of these latter there are at least four times too 
many on Long Island. 








‘ine GRAND TRuNK Raruway Report for the first half of the 
current year covers perhaps the most unfavorable period in the 
recent history of American Railroads. If we were to select 
the most unfavorable twelvemonth for railroads since the war, 
we think we would be safe, on the whole, in taking the year 
ending with July, 1877, although that year includes the entire 
period of heavy Centennial traffic. Thus the annual reports 
that we are getting, and will get for some time, are likely to 
show unsatisfactory results. Those made up for the Illinois 
and Ohio reports (ending Jane 30) and the New York report 
(ending Sept. 30) will cover periods which were generally unfa- 
vorable, at least in the North; but by the time these reports 
are published the condition of things is likely to have so 
changed that no one will be disheartened by them. It is dif- 
ferent with the reports which the companies are now publish- 
ing for the stockholders, three or four months after the expira- 
tion of their fiscal years, and that of the Grand Trunk is an 
example. Its freight traffic for the half-year was 3 per cent. 
less than for the corresponding half-year of 1876, and the aver- 
age rate received for freight was 84% per cent. less; and though 
there was an increase of 3 per cent. in the passenger traffie, 
the decrease of 6 per cent. in the average receipt per passenger 
per mile caused a reduction in passenger earnings also. As 
the earnings in 1876 were the smallest for three years, this 
further decrease was specially unwelcome, though certainly 
not unexpected. Canada probably suffered as much as Wis- 
consin and nearly as much as Minnesota by the failure of crops 
in 1876, and of course the Grand Trunk’s through business suf- 
fered like that of the trunk lines from the low rates. Indeed, 
the Grand Trunk’s rates were nearly the lowest of all—for the 
first half of this year 0.88 cent per ton per mile, and 2.26 cents 
per passenger per mile. Nothing more than these figures are 
needed to excuse the managers for the small returns of the 
road; indeed, they did pretty well to pay expenses with such 
rates, for a good part of their road has thin traffic, and it is all 
far from coal. The expenses, however, were 77% per cent. of 
the receipts—lower than usual, and 9 per cent. less than in 
1876. That a great railroad like this, however (nearly 1,400 
miles of road), should have less than a million dollars of net 
earnings in six months—about $700 per mile—is not very satis- 
factory to its owners, especially as the face of their stock and 
bonds is something like $150,000,000. The Grand Trunk, how- 
ever, will get its full share of the benefit of the improved con- 
dition of things; there is a great crop in Canada, and rates are 
better, and the company is likely to take in more money and 
to have a larger proportion of it profit. 








Mr. Gzoraz 8. Banas, who died somewhat suddenly in Wash- 
ington last Sunday, was very widely known and generally re- 
spected by railroad managers throughout the country, though 
it was comparatively at a late period of his life that he had 
any occasion for dealings with them, and he never was in the 
service of any railroad company. But he pecame Assistant 
Superintendent of Railway Mail Service, in charge of the 
Chicago district, in 1869, when that service had been but fairly 
begun under his predecessor in the district, Mr. George B. 
Armstrong, and then General Superintendent, after the death 
of Mr. Armstrceng, and the frequent negotiations with railroad 
companies required during the organization and introduction 
of the postal-car service brought him into contact with railroad 
Officers throughout the country. Of a genial nature and kindly 
heart, his manner made him welcome; while a quiet persistency 
and peculiar skill in conducting negotiations frequently made 
h*m successful when an ordinary official would have failed. 
Under his charge the service was greatly improved in effici- 
ency, and his success as an administrative officer attracted gen- 
eral attention. He was most widely known, probably, as the 
projector of the ‘‘fast mail train,” which ran tor about a year, 
from September, 1875, and attracted universal attention. This 
was secured through the rivalry of two railroad companies, and 
without additional cost to the Government, but Mr. Bangs’ 
service in connection with this much-talked-of train was really 
a trifle compared to what he effected in the general organiza- 
tionand working of his department. For about a year past 
Mr. Bangs has been in the service of the American Express 





Company, but much of the time he has been too ill to be on 
duty. 

Tue Car Accountants, unfortunately, are not agreed in 
their plans for reporting the -ervice of foreign cars. Dissen- 
sions appeared at the first meeting, one party claiming, we 
believe, that the other had some private interests to serve in 
the plan which it urged. It is hard enough to bring about 
any reform requiring the co-operation of a great number of in 
dependent companies, under the most favoravle circumstances, 
and it is doubly difficult when the reformers are divided into 
two parties pulling in opposite directions, and each more op- 
posed to tke other’s plan than to the maintenance of the old 
abuses. The recent Nashville meeting, however, we under- 
stand, has been approved by nearly all the railroads in the 
South—the 5-ft. gauge system—which will by the beginning of 
next year make daily reports to the owners of the foreign cars 
on their lines substantially on the Davies system. At the Buf- 
falo meeting an effort will be made to secare the adoption of 
the same system in the North, and those who favor it are quite 
confident of success, but there will be more opposition to this 
plan here than in the South, as the partisans of the other plan 
have a considerable following in the North. 














Tue Lake SHORE AND MICHIGAN SOUTHERN REPORT, & sum- 
mary of which is published elsewhere, is the one made to the 
Ohio Railroad Commissioner, covering the year ending with 
June last, which, as we have had occasion to say this week 
in two other places, covers the very worst period in 
recent railroad history, We may sum it up as showing 
a big busimess, ridiculously low rates, and consequently 
small earnings and smaller profits, the net earnings being no 
less than 10 per cent. less than for the preceding year. The 
most interesting statement made in the report, however, is 
that the cost of the Ashtabula accident is likely to ve halfa 
million dollars, and that $400,000 had already been paid out on 
account of it at the end of June last. The estimated cost is equiv- 
alent toa dividend of 1 per cent. on the company’s stock, and to 
one-ninth of the whole amount of the actual net earnings of the 
year. The average rate per ton per mile was 0.80 cent, which 
is, we believe, the lowest yet reported except tha!» the Phila- 
delphia & Erie in 1876, which wa; 0.776. 








Rvssta, it seems, was slandered by the report that it had 
decided to change the interest on all the railroad stocks which 
it has guaranteed from coin to paper money, the latter having 
fallen greatly in value since the war began. There has, how- 
ever, been such a change of guarantee on some of the lines 
now in course of construction, but it was made at the request 
of the stockholders, who required further government aid to 
enable them to complete the roads, and offered to accept such 
achange in the guarantee as a condition of receiving the 
needed assistance. Their offer was made before war was de- 
clared, when the paper money was worth about 80 per cent. of 
its face, and had not been wortu less for many years; but now 
when all the formalities have been carried out, and the paper 
is worth much less, very likely the stockholders aro sorry that 
their offer was accepted. 








A New Use ror Otp Rams is suggested by two Austrian 
engineers, who have published a book containing designs of 
bridges and other framework constructed almost wholly from 
old rails, the connections being sometimes made by means 
of other rolled iron shapes and sometimes by bolts and rivets. 
At present prices, 1t is said that the structures of old rails are 
27 to 30 per cent. cheaper than equivalent structures of ordi- 
nary forms. Holes in rails used for such purposes must be 
drilled and not punched, and this increases the expense some- 
what, but it is claimed that the rails are worth much more for 
such purposes than for re-rolling, and that they are very good 
shapes for use in structures, when properly used. It does not 
appear from what we see said of the book whether the authors 
have actually made any bridges of old rails. 








Tue AVERAGE LocomoTivE MILEAGE PER YzAR in the differ- 
ent countries of the world has been calculated by Professor 
Stuermer, of Bromberg, and for the leading countries the fig- 
ures are as follows: France (1873), 23,475 miles; United States 
(1875), 21,900; Great Britain (1875), 16,865; Germany (1875), 
11,834; Austria (1875), 11,700; all Europe (1875), 15,300; East 
Indies, 13,400. From the same source we learn that the aver- 
age number of trains per day both ways in 1875 was 20.9 in 
Europe, 14.7 in the United States, and 8.2 in India. 








Sontributions. 





The Inspection of Bridges—Strains on Counter Bracing. 


To THE Eprrok oF THE RAILROAD GAZETTE: 

Referring to my article on the above subject in the Gazelle 
of Oct. 26, to which I have seen the response of Theodore 
Cooper, C. E., in number of Nov. 2, and that of J. Foster 
Flagg, C. E.,in number of Nov. 9,1 will add that I do not 
agree with Mr. Flagg that any more facts are necessary to 
solve the problem. The main question raisedin my article I 
desire to leave open for further discussion. The principle in- 
volved I quote from my letter as follows: “ It may be laid down 
as a general rule that the strains ona structure due to inter- 
nal tension (or those induced by the simple tightening of the 
members one upon another as distinguished from those arising 
from the transfer of the external load from one point to apn- 
other) are not increased by the action of external loads induc- 
ing strains of less intensity.” 

To this Mr. Flagg has made a careful and direct response, 
and I trust others will state their views on the subject. Mr. 
Cooper’s letter is also carefully written, but I can not 
find from it whether or not he agrees with the 
general proposition. His final caution against over- 
straining counter-rods is excellent, as it is wrong to over- 
do anything. His previous statement that judgment i# needed 





in making adjustments is also endorsed, and no one knows how 
to make such adjustments better than Mr. ©. In his illustra- 
tions, however, he is not so happy; the influence of the dead 
load is not considered, and in practice, referring to his first 
sketch, there never could be ten tons compression both in the 
upper and lower chords. The amount of tension admissible is 
regulated, first, as stated in the general proposition, that ex- 
ternal loads shall produce strains of less intensity than already 
existing, which is not the case with his last example ; and, 
second, such tension should not over-balance the moments 
arising from the permanent load, and this he has not consider- 
ed, The main question is as follows: In view of the general pro< 
position stated in my previous letter, and partially quoted above 
does or does not the statement in your article of Nov. 9 need 
modification, where, referring to tightening the counter-braces, 
it reads: “The effect will be that some of the members will be 
placed in a state of tension before the bridge is loaded, which 
will have the effect of increasing the strain that the members 
must bear by an amount equal to the tension onthe counter- 
rods.” (Italics not in original.) Cuas. E, Emery. 
No. 7 WARREN st., New York, Nov. 14, 1877. 








Strains of Steam-Chest Bolts. 


Toronto, Oct. 31, 1877. 
To tse Eprror or 1HE RarmLRoap GAZETTE : 

I noticed in your issue of the 26th inst. (No. 43), in a letter 
on “The Inspection of Bridges—Strains on Counter Bracing,” 
by Mr. Chas. E. Emery, a problem in regard to “ strains on 
steam-chest bolts.” Permit me to offer the following solution, 
without giving the data in particular: 


L 
4)7,200 Ibs. strain on all four bolts. 


1,800 “ “ “ each of the four bolts. 


II. 
£ ‘eam -chest 6 inches square (inside). 
> 36 square inches 45 (6 X 6 = 36). 
100 Ibs, steam pressure per 1 sq. in. 
43,600 “« “ ° “36 “ “(whole surface). 


. 900 “ a eo on each bolt. 


Il. 
1,800 lbs. strain on each of the four bolts. 


900 steam pressure on each bolt. 
900 “ total strain on each bolt after steam is admitted to the 
steam-chest. 
oy 
3,600 “ total strain on all the four bolts after steam is admitted to 


the steam-chest. 

[Answer 3,600 Ibs.] 

Yours very truly, Gzo,. 8. Hoperns. 

No. 92 Pembroke street, 8., Toronto, Canada. 

[Suppose one end of a rope is attached to a post and a 
horse is pulling at the other end, as indicated in fig. 1, 
with a force equal to 1,000 lbs., what strain does the rope 
bear? Now suppose a man seizes hold of the rope ata 








Fig. 2. 
point between the post and the horse and pulls in the 
opposite direction to the latter, as indicated in fig. 2, with 
a force equal to 300 lbs. What strain will that portion of 
the rope bear between the man and the horse ?—Eprror 
or Ramroap GAZETTE. } 








Calculation of Strains. 


Wasuineton, D. C., Nov. 16, 1877. 
To rue Eprror of THE RAILROAD GAZETTE: 

Will some one of the many readers of your paper please give 
the formula necessary for the calculations of the strains coming 
upon the different members or parts of sams girder, say of 
twenty-five feet clear span, and, more parlicularly the strains 
upon a Howe truss, say of one hundred feet clear span; also, 
the strains being determined, how to proportion the material? 
I think the above information wil] be very acceptable to many 
besides Yours traly, Wm. 8. GARDNER. 

(Our correspondent should read Shreve on the Construc- 
tion of Bridges and Roofs.—Eprron Rarroap GaAzETrTE. ] 








Running Locomotives in Tunnels. 


To THe Eprror oF THE RAILROAD GAZETTE : 

In your impression of Nov. 2, jpage 486, appears “ Instruc- 
tions for Running Locomotives in a Tunnel,” followed by your 
comment that noxious gases arising from combustion would 
not be annihilated by the method proposed in “ Instructions,” 
and which would have been quite satisfactory had you men- 
tioned whether they (the gases) would have been less annoying 
to passengers through the tunnel. 

Assuming that such an order would not be issued except by 
competent authority, nor unwarranted by precedent or the 
result of actual experiment, it is earnestly urged upon the 
author of the order to give the results of the experiments from 
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which the “ Instructions” were evolved, as available statistics 
and records fail to show any account of similar practice. 

The proper ventilation of tunnels has long been a vexed 
question, and it is believed that a large number of engineers 
concur in the belief that a limit is soon reached in the length 
of tunnel and amount of traffic which may be carried on with- 
out disastrous results, and who would be glad to know if the 
problem may be solved by so simple a method as is described 
in the “ Instructions.” Bera. 

Nov. 9, 1877. 








Car Accountants’ Association—Correction. 


To THE Eprror oF THE RAILROAD GAZETTE: 
Having noticed by the railway papers that the Car Account- 
ants’ Association held a meeting in Nashville, Tenn., Oct. 30, 
1877, endorsing a certain system of mileage reports, we beg 
leave to state that the convention of our Association, held at 
Indianapolis, April 18, 1877, adjourned to “meet in New York, 
April 26, 1878; that no other meeting of this Association has 
been called, and whatever action was taken by the meeting at 
Nashville was without the knowledge or approval of a large 
number of the members of our Association. 
Gro. W. Jonzs, of the Pennsylvania Railroad, Chairman. 
F. M. Luce, of the Chicago & Northwestern Railroad, 
. Secretary. 








@Qeneral Mailroad “Wews. 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—At the annual meeting in Baltimore, 
Novy. 19, the following directors were chosen unanimously, 
50,784 shares being voted on: Galloway Cheston, Francis 
Burns, John Spear Nicholas, John Gregg, Wm. W. Taylor, 
Samuel Kirby, John King, Jr., G. A. Von Lingen, Decatur H. 
Miller, Joshua G. Harvey, Wm. Donnell and Henry C. Smith. 
The changes in the board are the election of Mr. Wm. Donnell 
and Mr. Henry C. Smith, in the place of Mr. Samuel W. Smith, 
who resigned on account of being frequently absent from the 
city, and of Mr. F. T. King, because of pressing public duties 
elsewhere, cee in connecticn with the presidency of 
the Johns Hopkins Hospital. 

Buckfield & Rumford Falls.—At a meeting held in Canton, 
Me., Nov. 14, the following directors were chosen: Otis Hay- 
ford, J. P. Swasey, Canton, Me.; A. C. Denison, Mechanic 
Falls, Me.; J. H. Decoster, Buckfield, Me.; James Irish, Hart- 
ford, Me.; NN. L. Marshall Paris, Me.; E. G. Harlow, Dixfield, 
Me.; 8. C. Andrews, Israel Washburn, Portland, Me. 


Chicago & Northwestern.—Mr. John 8. George has been ap- 
pointed Commercial Agent of the company for the city of Mil- 
waukee. The office is new. 

Galveston & Camargo.—This new company was recently or- 
ganized at Galveston, Tex., by the election of the following di- 
rectors: Leon Blum, Charles Fowler, H. Kempner, M. Kop- 

erl, H. Rosenberg, J. Runge, J. E. Wallis. The board elected 
i. Kopperl, President 33. EK. Wallis, Vice-President ; J. Runge, 
Secretary ; H. Rosenberg, Treasurer ; M. RK. Jefferds, General 
Manager ; Flournoy & Scott, Attorneys. 

Illinois Central.—Dr. John E. Owens, of Chicago, has been 
appointed Chief Surgecn, and Dr. R. B. Van Duzer, Assistant 
Surgeon. 

The following appointments of Assistant Division Superin- 
tendent are announced, to take effect Dec. 1: J. W. Seymour, 
Chicago Division; Wm. Wilkinson, North Division; F. W. 
Quimby, Iowa Division. 

New Orleans, Jackson & Northern.--Col. L. T. Brien has 
been ap inted Assistant General Manager of this road and the 
Central Mississippi. 

Plainview.—This company was recently organized at Plain- 
view, Minn., with the following directors: A. Y. Felton, C. O. 
Landon, N. 8. Tefft, H.S. Kellom, William Clark, James Mc 
Hench, H. D. Wedge, F. 8. Cornwell, William Lawton, L. M. 
Gregg, E. B. Eddy, William Koenig, T. G. Bolton, C. C. Corn- 
well hilton Smith. The officers are: A. Y. Felton, President ; 
James McHench, Vice-President ; T. G. Bolton, Secretary, and 
C. O. Landon, Treasurer. 


Sprin Jackson & Pomeroy.—Mr. Wm. N. Whiteley, of 
Springfield, O., has been chosen President. 

St. Croix & Penobscot.—Mr. Wallace Haycock has been ap- 
pointed Superintendent in place of W. W. Sawyer, deceased. 

Utica & Black River.—At the annual meeting in Utica, N. Y., 
Nov. 14, the following directors were elected : DeWitt C. West, 
John orn, Robert Lenox Kennedy, Ludlow Patton, Isaac 
Maynard, Edmund A. Graham, William J. Bacon, Russel 
Wheeler, Lewis Lawrence, Abijah J. Williams, Daniel B. Good- 
win, Abram G. Brower, Theodore 8. Sayre. The board subse- 
4 met and re-elected the old officers, as follows: Presi- 

ent, DeWitt C. West; Vice-President, John Thora ; Treasurer, 
ssaac Maynard; Secretary, W. E. Hopkins. Executive Com- 
mittee—John Thorn Russel Wheeler, Isaac Maynard, E. A. 
Graham and A. J. Williams. 

Valley, of Virginia.—At the annual meeting in Staunton, 
Va., Nov. 14, P. P. Pendleton was re-elected President, with 
the old board of directors, as follows: Gen. John Echols, tor 
Augusta County, Va.; Wm. Allen, for Rockbridge County, Va.; 
Edmund Pendleton, for Botetourt County, Va.; Decatur H. 
Miller, Henry Duvall, for the city of Baltimore ; Wm. Keyser, 
Richard Norris, Jr., for the Baltimore & Ohio Railroad Com- 
pany. 

Worcester & sw pind Sone. Lucius Bigelow, of Worcester. 
Mass., has been ap#ii Superintendent, in place of Richard 
Barker, resigned. 

















PERSONAL. 


—Mr. Conrad Poppenhusen, a director of the Long Island 
Railroad Company, and owner of controlling interests in that 
company, the Southern of Long Island and the Flushing, North 
Shore & Central, has filed a voluntary petition in bankruptcy. 
His liabilities are stated at $3,521,856, and his assets at $7,308,- 
888; his assets, however, are chiefly in railroad securities, 
notes of the different companies given for advanees and similar 
securities, whose value is uncertain, and upon which it may 
be difficult to realize. Mr. Poppenhusen has large manufac- 
turmg interests at College Point, and is or was a large owner 
of real estate in that vicinity, and has also business interests 
in Hamburg, Germany. He was at one time considered a very 
wealthy man, but is said to have lost heavily in his railroad 
operations. 

—Col. George 8. Bangs died at his residence in Washington, 
Nov. 16, in the 53d year of his age. Ool. Bangs was born in 
Milan, O., and at an early age entered a printing office at 
Akron, where he learned the trade, finishing his education as 
a printer in the office of the Cleveland Herald. He subsequent- 
Fy went to Wisconsiu and thence to Chicago, and in 1851 settled 

own at Aurora, IL, first as a printer and afterwards as editor 
and publisher of the Beacon. From 1865 to 1869 he 
was Postmaster at In 1869 he was ap- 





Aurora. 





pointed Assistant Superintendent of Railway Mail Serv- 
ice, and placed in charge of the Western Division 


at Chicago, and shortly afterwards became General Superin- | 
In this position he was a very active and successful | 


tendent. 
officer; his administration was most generally known to the 
public through the establishment of the fast mail service in 
1875. Col. Bangs resigned on Jan. 1, 1876, and was soon after 
appointed Assistant United States Treasurer at Chicago, hold- 
ing that office about a year. Lately he has been in the service 
of the American Express Company at Washington and was also 
President of the Railway Age Publishing Company, of Chicago. 

—Mr. A. J. Harlow, of Boston, for over 30 years past connected 
with Western railroads, and at present General Eastern Agent of 
the Michigan Central, while in New York recently on business, 
was invited to the Astor House. There he was met by about 30 
of the principal passenger agents of Western lines, and by them 
was invited to sit down to a splendid banquet given in his 
honor. At the close of the dinner Mr. Harlow was presented 
with a fine Jules Jurgensen double-case watch with gold chain, 
and a handsome cameo set for Mrs. Harlow. The occasion was 
a very pleasant one. 


—Mr, Edwin Garfield, for 22 years past Master Mechanic of 
the Hartford, Providence & Fistkill road, died in Hart ord 
Conn., Noy. 16, aged 61 years. Mr. Garfield was a railroa 
man from his youth up; he was a locomotive engineer on the 
Boston & Providence many years ago and had served on other 
roads. He was a prominent member of the Master Mechanics’ 
Association. Concerning Mr. Garfielda correspondent writes: 
** He was widely known among railroad men and will long be 
remembered by them as one possessed in an unusual degree 
of those genial, cheerful qualities which tend to 
*** Turn aside each cloud to show its silver lining 
To smooth the rugged paths of life, and make its burthens light.’ 

‘He had been engaged in continuous railroad service for up- 
wards of forty years, having served the Boston & Providence 
Railroad Company from April, 1837, to September, 1855, when 
he received the appointment of Master Mechanic of the Hart- 
ford, Providence Fishkill Railroad, which position he has 
since filled with credit to himself and decided satisfaction to 
his employers.” 

—Mr. J. W. Jones, formerly Vice-President of the Philadel- 

hia & Reading, and recently President of the Seyfert & Mc- 
Manus Manufacturing Oo., has been made President of the 
Hestonville Passenger Railroad Company in Philadelphia. 

—Mr. John Wiley, formerly for several years a director of the 
Baltimore & Ohio Company, died at his residence in Baltimore 
Noy. 18. Mr. Wiley owned a large printing office in Baltimore 
and sat in the Maryland Legislature for several years. 








TRAFFIC AND EARNINGS. 
Railroad Earnings. 


'he following are reports made to the Massachusetts Rail- 
road Commission for the year ending Sept. 30: 
Earnings P. c. 


Net per of 
Earnings. Expenses. earnings. mile. exps. 
Boston & Lowell.... $1,122,964 $789,762 $383,202 $13,211 170.33 
Norwich & Worcester 817,771 439,427 378,344 12,315 53.72 
Springfield, Athol & 

Northeastern...... 97,749 72,055 25,694 2,015 73.52 

Other earnings are reported as follows : 

Ten months ending Oct. 31: 

1877. 1876. Inc. or Dec. P.c. 
Cairo & St. Louis..... $199,8.8 $226,052 Dec.. $26,154 11.6 
Cleve., Mt. Vernon & 

Delaware ...... ‘ 318,851 315,835 Inc.. 3,016 1.0 
Ind., Bloomington & 

Western......- «.. 1,033,730 1,256,502 Dec.. 222,772 17.7 
International & Great 

Northern..........+ 1,178,406 1,013,898 Inc.. 164,508 16.2 
Nash., Chattanooga & 

BS. ZOU... cccscccee 1,427,413 1,411,487 Inc.. 15,926 1.1 
Paducah & Memphis.. 151,720 171,368 Dec.. 19,648 11.5 
St. Louis & South- 

re 912,178 901,213 Inc.. 10,965 1.2 
St. Joseph & Western. SD. \waebavdac Sake Nddiosessoons seer 

Nine months ending Sept. 30: 

Chicago, Rock Island 
& Pacific...... .... $5,396,663 $5,158,966 Inc.. $237,697 4.6 
Month of September : 

Chicago, Rock Island 

& Pacific........... $798,277 $663,940 Inc.. $134,337 20.2 
St. Joseph & Western. TRE heb tesee 000s Feesocicocse Case 

Month of October: 

Cairo & St. Louis..... $24,096 $30,510 Dec.. $6,414 21.0 
Cleve., Mt. Vernon & 

Delaware:.........- 37,506 36,523 Inc.. 983 2.7 
Ind., Bloomington & 

WestetR. co ccccceces 119,063 138,811 Dec 19,748 14.2 
Intercolonial......... 133,730 125,540 Inc.. 8,190 6.5 
International & Great 

NOPtRerN. occscccoce 181,236 154,838 Inc.. 26,398 17.1 
Nash., Chattanooga & 

SRP are 172,353 143,525 Inc 28,828 20.1 
Paducah & Elizabeth- 

COW. c0e cocscercces Side = Asensns sasadcncseresose coos 
Paducah & Memphis. 17, 06 21,195 Dec 3.889 18.3 
St. Joseph & Western. TONED —_ sameness sedcenersescecs ve oes 
St. Louis & Southeast- 

OOD nacecay ceinees vs 114,414 112,916 Ine 1,498 1.3 

First week in November : 

Denver & Rio Grande. CREA . . awccvcce 
Second week in November : 

Atchison, Topeka & 
 Wiccesadssess $93,623 259,648 Inc.. $33,975 57.0 
Week ending Nov. 9: 

Great Western, of Can- 

Ss vcbeehscaccect sh $83,539 $81,154 Inc.. $2,385 2.9 

Week ending Nov. 10: 

Grand Trunk......... $212,352 $185,912 Iric.. $26,440 142 


Iron Ore Movement. 
Shipments of iron ore from the Lake Superior region from 








the opening of navigation to Oct. 31 were: 
1877. 1876 Inc. or Dec, P. 6. 
Marquette........... ..+. 502,782 439,100 Inc .. 63,682 14.5 
REIN 600s vccgnscgosene 350,211 346,002 Inc.. 4,209 1.2 
WT ERBD occcccccccccccve ces 54,939 86,602 Dec.. 31,663 36.6 
WOOO vines csccns ones 907,932 871,704 Inc .. 36,228 4.2 


The season is drawing to a close and but few more cargoes 
will leave, the vessels being doubtful about getting through 
betore navigation closes. 


Water Rates. 

Lake rates closed Tuesday of this week as they were Tuesday 
of last week, that is, 444 cents a bushel for wheat and 4 cents 
for corn from Chicago or Milwaukee to Buffalo, but part of the 
time the quotations were half a cent higher. There are not 
likely to be considerable shipments by lake more than a week 
longer. Last year only about 400,000 bushels were shipped after 
25. Lake rates then were about half a cent lower than now, 
but rail rates on grain were but half as high. 

Canal rates have changed but little, the chief difference being 
an advance on wheat from 9% to 11 cents per bushel from Buf- 
falo to New York. Other quotations is week are 84% to 9 
cents for corn and rye, 8 to 8% for barley, and 6%% for corn. 
Boats leaving Buffalo after this date will run the risk of being 
frozen in. esday there were no boats in Buffalo. Rail ship- 
ments*thence already greatly exceed canal shipments, thoug 


the rail rates are higher—12 cents for wheat, 11% for corn, 
|and 7 for oats. Last year the canal was closed Nov. 2. 
| There is little change in ocean rates. Wheat exports have 
been excessive of late, and there is not now so much demand 
' for grain room. Last Tuesday's quotations by steam to Liver- 
ool are 744d. to 8d. per bushel for grain, 32s. 6d. to 35s. per 
on for provisions, 40s. per ton for cheese, and 50s. per ton for 
leather; 44d. per pound for cotton. A cargo of grain to Cork for 
orders was taken by sail at 6s. 444d. per quarter. Refined pe- 
troleum by sail per barrel was taken at 4s. 10%4d. to the Conti- 
nent; from Baltimore to Bremen at 4s. 6d. tton frem Gal- 
veston to Liverpoo! or Havre, 44d. per pound; from Charleston, 
1sd.; fiom Mobile, 4§d. to 44d. 


Qoal Movement. 

The anthracite tonnage reported for the week ending Nov. 10 
is: 1877, 513,018; 1876, 542,113; decrease, 29,095 tons, or 5.4 per 
cent. 

Semi-bituminous and bituminous tonnages not heretofore re- 
ported for the ten months ending Oct. 31 were: 





1877. 1876. Inc.or Dec. P.c. 
East Broad Top...........+... 43,668 54,168 Dec.. 10,500 19.4 
Bellefonte & Snow Shoe....... 32,781 41,281 Dec.. 8,500 20.6 
Allegheny Region, Perna. R.R. 151,943 164,463 Dec.. 12,520 17.6 
Penu and Westmoreland gas 
DN dntath nokeanedsaessBnee 578,427 661,633 Dec.. 83,206 12.6 
West Pennsylvania R. R...... 152,091 160,187 Dec.. 8,096 5.1 
Southwest Penn. R.R.. .... 32,470 45,740 Dec.. 13,270 29.0 
Pittsb’gh Region, Penna. R. R. 314,472 240,245 Inc.. 74,227 30.9 
UGE own ds ese ces ccccne’ 1,305,852 1,367,717 Dec.. 61,865 4.5 


The coal tonnage of the Pennsylvania Railroad for the ten 
months ending Oct. 31 was as follows: 





1877. 1876. Inc. or Dec. P.c. 

Anthracite .........cccce-0 582,308 635,048 Dec.. 52,740 8.3 
Semi-bituminous........... 1,378,355 1,220,267 Inc.. 158,088 13.0 
Bituminous.............+.++ 1,271,495 1,349,184 Dee.. 177,689 5.8 
| PR Creer 1,085,359 650,620 Inc.. 434,739 66.8 
TGs sc kde smddninded 4,317,517 3,855,119 Imc.. 462,398 12.0 


The increase in coke for the last two months has been very 
large, chiefly from the Connellsville region. 

Coal shipments from Seattle, Wash. Ter., for the ten months 
ending Oct. 31 were: 1877, 97,157; 1876, 84,451; increase, 12,706 
tons, or 15 per cent. 

Grain Movement. 


For the week ending Nov. 10 receipts and shipments of grain 
of all kinds are reported as follows, in bushels: 


1877. 1876. Inc. or Dec. P.c. 
Lake ports’ receipts...... 4,149,693 3,144,650 Inc... 1,005,043 32.0 
- « shipments .. . 2,859,428 3,822,151 Dec.. 962,723 25.2 


Atlantic ports’ receipts... 4,880,768 2,798,964 Inc.. 2,081,804 174.3 
Of the lake ports’ shipments 164% per cent. were by rail this 
ycar, against 35 per cent. for the corresponding week in 1876, 
35% in 1875, and 31% in 1874. 
the percentages of total rec-ipts at each Atlantic port were: 
New York, 61.0; Montreal, 12.1; Baltimore, 9.4; Philadelphia, 
7.8; Boston, 5.0; New Orleans, 3.0; Portland, 1.7. 








THE SCRAP HEAP. 


Railroad Manufactures. 

Porter, Bell & Co., at Pittsburgh, have just shipped a nar- 
row-gauge engine to Cuba. 

The Alliance (O.) Steam Hammer Works are running extra 
time and have a number of orders on hand. 

George J. Burkhardt & Co., of No. 1,341 Buttonwocd street, 
Philadelphia, recently shipped to the Missouri River, Fort 
Scott & Gulf Railroad, at Kansas City, Mo., a very large cedar 
sero bape dimensions being 24 teet in diameter and 16 feet in 
height. 

The Albany & Rensselaer Iron & Steel Works are putting up 
two trains of rolls at the Rensselaer Rail Mill, in Troy, N. Y. 
for the purpose of making bars from Bessemer steel. It is said 
that the rail mill will soon stop work. 

The Eureka Iron Co. proposes to start up the Wyandotte 
Rolling Mill Co.’s mill, at Wyandotte, Mich., provided the men 
employed will agree to a co-operative arrangement for a year. 

The Ohio Falis Car Co., at Jeffersonville, Ind., is making a 
new pattern of four-wheeled coal car, which weighs about six 
tons and is expected to carry 12 tons of coal. Several sample 
ears have been furnished for trial on different roads, and the 
Louisville & Nashville has ordered 25 for a further test. 

The Detroit Bridge & Iron Co. has just finished an iron 
bridge over Root River at Lanesboro on the Southern Minne- 
sota road. 

The Fox River Furnace, at Depere, Wis., has contracted for 
4,000 tons of iron ore from the Breen Mine on the new Meno- 
minee River Branch of the Chicago & Northwestern. Some 
6,000 tons of ore have been shipped from the Breen Mine this 
season. 

The Elmira (N. Y.) Rolling Mill Co. last week delivered 520 
tons of rails to the Erie Railway. 

The American Railway Supply Co., at Pittsburgh, report 
business good and an increased demand. Since Aug. 1 the 
company has filled orders for their Samson rail-joint in quan- 
tities of from one to ten car-loads for the Pittsburgh, Cincin- 
nati & St. Louis; Cleveland, Tuscarawas Valley & Wheeling ; 
Cleveland, Columbus, Cincinnati & Indianapolis ; Lake Shore 
& Michigan Southern ; Cincinpati, Hamilton & Dayton and 
Terre Haute & Indianapolis standard-gauge roads; also for 
new narrow-gauge roads as follows : Emlenton & Shippenville, 
15 miles ; Foxburg, St. Petersburg & Clarion, 5 miles; Cincin- 
nati & Portsmouth, 44 miles; Waynabenr és Washington, 19 
Miles ; Waynesville, Port William & Jeffersonville, 28 miles ; 
Pittsburgh, Castle Shannon & Washington, 18 miles. 

The Cleveland Herald says: ‘‘The Hubbard Rolling Mills, 
situated near Youngstown, which have been idle for some three 
years past are to be reopened on Monday next. The company is 
to be formed on the co-operative plan under the firm name of 
Chess, Hall & Son. One hundred workmen are to leave New- 
burg on Thursday next and take their families and household 
goods to Youngstown, where they will remain for the winter 
atleast. The mills are to begin operations on Monday morn- 
ing next under the superintendency of Mr. David Hall. There 
are eight ergy and two heating furnaces in the mill, and it 
is hoped that they will be in constant operation. Captain G. 
= oe well known in the city, is to be the salesman for 
ihe firm.” 


Machinery at the Paris Exhibition. 

In an article on the preparations for the coming World’s Fair 
at Paris Engineering says: 

** The organizers of the approaching Exhibition had no in- 
tention of falling behind what has already been done in this 
we oe and if they have not deemed it expedient, as was done 
in Philadelphia, to give mechanics the precedence of the fine 
arts, they have at least allotted a large proportion of the avail- 
able space, and certainly the finest portion of the structure in 
the Champ de Mars, for this purpose. The machinery halls 
will be two in number, each about 2,140 ft. long and 116 ft. 
wide. Itis assumed from experience gained at previous exhi- 
bitions that about 1,200 horse power will be required to drive 
the whole of the machinery in motion and what is required for 
other purposes, such as lifting water, ventilation, etc. The 
general regulations of the Exhibition rovide that water, gas, 
steam and motive power shall be pieced at the disposal of ex- 
hibitors. The administration has therefore to arrange: 1. For 





the laying of water, gas and steam pipes; 2. For the construc- 
tion and maintenance of steam boilers; 3. Steam engines; and, 
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4. Means of transmitting power. In order to out effec- 
tively the manfold duties which this liability imvolves, a spe- 
cial Technical Commission was appointed, whose duties were 
to advise on all points connected with the general perenge 
ments, on details of execution, on modes of ace teen f e 
power required, as well as upon all points which should arise 
for discussion under this head.” 


A Dead Beat, : 

A gentlemanly appearing young man presented a letter ad- 
dressed to Superintendent Neilson at the Superintendent’s cf- 
fice of the Northern Central Bailway in this city yesterday 
morning, requesting a “‘ pass for bearer, Mr. Lewis feckman 
Ticket Agent at Albany.” The letter was on what purported 
to be official pape: of the Boston & Albany Railroad, Assistant 
Superintendent’s office, Albany, and signed as by J. Bb. Chapin, 
who is Assistant Superintendent of the Boston & Alban il- 
road, with office at Albany. The pass, Elmira to Canandaigua 
and return, was issued as per request of the letter. ne mat wn | 
that all was not night, the official issuing the pass telegraph 
Mr. Chapin, and soon received the reply: ** No such person as 
Lewis Beekman in our employ; neither have I given a request 
for other roads to grant a pass.” The Northern Central train 
agents were accordingly votified, the pass was lifted, and fare 
collected. Mr. Lewis Dadnaent is evidently a fraud.—Himira 
Advertiser, Nov. 16. 








RAILROAD LAW. 
Municipal Bonds and Changes in Corporation. 


In the cases of Jones and Broughton against the city of Pen- 
sacola, on appeal from the Cireuit Court for Florida, the United 
States Supreme Court has affirmed the decision of the lower 
court. The Court beld that where a municipal corporation is 
authorized to take stock in a raiload corporation, and issue its 
obligations in payment, it is to that extent to be deemed a pri- 
vate corporation, and its obligations are secured by 
all the guarantees which protect the engagements 
of private individuals. The inhibition of the Con- 
stitution which protects contracts inst State in- 
terference applies to the liabilities of municipal cor- 
porations created by its permission; and although the repeal 
or modification of the charter of a corporation oi the kind is 
not within inhibition, yet it will not be admitted, except when 
its leglisation is susceptible of no other construction, that a 
State has in this way sustained an evasion of, or an escape from, 
liabilitics, the creation of which it authorized; hence, where a 
new form is given to an old corporation of this sort, or such a 
corporation is reorganized under a new charter covering the 
same territory embracing substantially the same corporations, 
it will be presumed that the legislature intended a continued ex- 
istence of the same corporation, although different powers are 
— by the new charter, and different officers administer its 
allairs. 


Assessments on Stock. 
; In the suit ofthe Macon & Augusta Company against Clan- 
ton’s executors the Georgia Supreme Court recently held: 

1. The books of the company, including the stock ledger, are 
admissible in a suit between the company and a stockholder. 

2. Settlements between the company and stockholders to 
whom the company is indebted may be made by the directors, 
nothing wrong or fraudulent appearing, they being but mere 
adjustments of cross demands. 

. Allowing stockholders, during the war, to pay up their en- 
tire stock pon. Sone in the then depreciated Confederate cur- 
rency, before regular calls were made, is illegal on the part of the 
directors, but the act of the directors, being ultra vires, will not 
discharge other stockholders from paying for their stock on 
proper calls made, because such act is a mere nullity, and will 
not prevent the company from still collecting from ‘those who 
paid in such currency the real amount due by them. * * 

5. The number and qualification of directors fixed by the 
charter are essential to be adhered to, in order to make calls 
valid; but if payments were made by any sto. kholder on calls 
issued by such or similar directors, such payments will be con- 
strued to show acquiescence in their conduct and authority, 
past and future, and the stockholcer so acquiescing cannot 
afterward object. 

6. When the charter expressly requires notice to be given in 
certain newspapers, and for a certain number of days before 
the calls for installments shali be vahd, the company must 
show a compliance with such condition precedent before a re- 
covery can be had on such calls. 

7. A forfeiture of stock is a satisfaction of the debt, and when 
the right to forteit has been exercised no action for subscrip- 
tion to the stock so forfeited can be maintained, but a mere 
threat made in the call to forfeit if not paid—that is, that the 
stock will be forfeited at a future day if payment be not then 
made—will not bar the action to recover the subscription, es- 
pecially if it appear that there was no actual forfeiture. 


Partnership in Railroad Contracts. 

In the case of Rucker against Forrest the Tennessee Supreme 
Court lately held: 

1. A contractor of railroad work “ agrees to transfer, and by 
these presents does transfer and convey,” toa third person une- 
fourth interest in the contract, the condition being the per- 
sonal services of the transferee in carrying on the work under 
the original contract—this constitutes them partners. | 

2. When the contractor, in consideration of personal ser 
vices of another, agrees to give him one-fourth of the — 
free from any liability for losses, this does not constitute a 
partnership, but is only a mode of compensation. 

8. One partner has not the power to sell the partnership 
property, or his interest in it, free from the lien of his partner 
on the assets for the amount due him from the partnership on 
settlement. The plea of innocent purchaser is not available in 
such a case, against even a secret partner. 


OLD AND NEW ROADS. 


Atlantic, Mississippi & Ohio. £ 

Mr. John Collinson, Agent for the English bondholders, has 
made application to the United States Circuit Court for a final 
decree of foreclosure of the consolidated mortgage, subject to 
the several divisional mortgages. The application was to come 
up before the Court at Norfolk, Va., this week, when it will be 
opposed by counsel for the company and for the divisional 
bondholders. 


Brown Lumber Oompany. 

This company during the past season has built a railroad 
from the Boston, Concord & Montreal at Whitefield, N. H., 
eastward through the woods to Jefferson Meadows, a distance 
of 12 miles. The road was built for the purpose of hauling 
lumber to the mills at Whitefield, but the company has recent 
ly agreed to run passenger trains upon it. fhe road is now 
being ballasted and good passenger —— will be provided 
before next Spring. The company & intends to build 13 
miles more, which will carry the road through the Jefferson 
forest to Gorham, on the Grand Trunk. This will open a new 
route to the upper part of the White Mountain region. 


Buffalo, New York & Erie. 

Notice is given that the remainder of the old first-mortgage 
bonda outstanding will be paid off at the office of the Union 
Trust Company in New York, at the date of maturity, Dec. 1. 
Interest on them wil: cease from that date. 


Oairo & St. Louis. 














In the long pending suits to compel the issue of bonds voted | 


in aid of this road by Union County and the town of Jonesboro 
IL, the Illinois Circuit Court has refused to grant the writs o 
mandamus asked for by the company. The principal ground 
for the decision is that the road was not completed in the man- 
ner required by the contract under which the subscriptions 
were voted. 


Chesapeake & Ohio. 

In the Virginia Circuit Court at Richmond, Nov. 16, a decree 
was entered against this company for $100,000 arrears of taxes 
due the State of Virginia. 


Ohesapeake & Ohio Canal. 

The damage done to the canal by the land-slide at the Cum- 
berland tunnel was much less than at first reported. A chan- 
nel was cut through the slide and water let into the canal so 
that boats benenl pass through Nov. 18. 


Oentral Vermont. 

In the Court of Chane at St. Albans, Vt., Nov. 15, the 
Ceniral Vermont Company filed a bill in the original suit 
against the Vermont & Canada Company and the trustees 
under the first and second mortgages of the Vermont Central, 
asking that the income of both roads be applied to the pay- 
ment of the trust debt, and that a receiver be appointed. The 
object of the proceeding is to determine finally the priority of 
the various liens and the standing of the trust debt. The ap- 
pointment of a receiver is asked for in view of the Supreme 
Court decision that the Central Vermont is not a receiver, but 
merely manager of the property by consent. 


Chicago & Alton. 


With respect to the alleged over-issue of Louisiana & Mis- 
souri River bonds, and the proposed new line to Kansas City, 
the recent circular to stockholders of this company says : 

“In accordance with the terms of the lease 160 miles were 
put under construction, 101 miles of which were completed 
(being from Louisiana to Mexico and Jefterson City) and oper- 
ated by the Chicago & Alton Railroad Company. The line from 
Mexico to Glasgow, a distance of 62 miles, was partially con- 
structed when the Louisiana & Missouri River Railroad Com- 

ny became unable to complete its contract, and the alterna- 

ive was placed before the Chicago & Alton Railroad Company 

to complete the line or to enter into a contract of traffic with 
the St. Louis, Kansas City & Northern Railroad Company for 
busines= from that point (Mexico) to Kansas City. The latter 
course was adopted. The consideration of the contract was an 
alliance between the Kansas Pacific Railroad Company, the 
lines of the Pennsylvania Company and the Chicago & Alton, 
by which the four lines were to exchange traffic, avoiding com- 
petition and giving to each the business properly belonging to 
it. There had been issued on account of the uncompleted part 
of the line 944 bonds of $1,000 each, of which 446 were soon 
after purchased and canceled, leaving outstanding on the un- 
completed portion 498 bonds. The Chicago & Alton Company 
agreed, in consideration of property turned over to it, to protect 
the interest of all these bonds, and, in case the road is never 
completed, to retire at or before they mature 439 of them, leav- 
ing 59 bonds to‘stand with the issue on completed line, the cou- 
pons being paid by the Chicago & Alton Railroad Company, 
and pan on account of rent. There has been no over-issue 
or concealment in this matter, the mortgage and contract of 
lease having been on file, open to the inspection of any one 
interested, since the Louisiana & Missoum River Railroad 
Company was organized. r 

- The traffic contract heretofore mentioned was long since 
abrogated by mutual consent, and now that the Chicago & 
Aiton Railroad Company find 1t necessary to control] its own 
line to Kansas City a new company has been organized, called 
the Kansas City, St. Louis & Chicago Railroad Company, to 
construct a line from Mexico to Kansas City, a distance of 162 
miles, by which the uncompleted portion of the Louisiana & 
Missouri River Railroad company may be utilized. It has 
raised opposition from parties interested in other lines to such 
an extent that it has given rise to the false and groundless re- 
ports which have lately appeared from time to time in the 

apers. The Louisiana & Missouri River bonds, upon which 
the indorsement of the Chicago & Alton is placed (as hereto- 
fore spoken of) are valid and legal, and the interest on them 
has been and will be regularly paid.” 


Cleveland, Columbus, Cincinnati & Indianapolis. 


The statement of earnings reported to the Ohio Railroad 
Commissioner for the year ending June 30 is as follows : 


1876-77 1875-76. Inc, or. Dec. P. c. 
Passengers ...... $739,270 69 $791,000 81 Dec.. $51,730 12 6.5 
Freight.......... 2,363.689 14 2,768,169 26 Dec.. 399,480 12 144 


160,838 92 Dec.. 5.795 68 3.6 








Other sources... 191,248 90 168,514 34 Inc... 22,734 56 13.5 

Total...... $3,454,251 97 $3,888,523 33 Dec..$434,271 36 11.2 
Working exps... 2,955,269 43 2,955,640 57 Dec.. 371 14 .... 
Net earnings..... $498,982 54 $932,882 76 Dec.. $433,900 22 46.5 
Per cent. of exps. 85.55 76.01 Inc.. 954 12.6 


This statement includes only the 391.75 miles owned, the 


leased Cincinnati & Springfield road being reported separately 


to the Commissioner. 


Columbus & Hocking Valley. 

The Monday Creek Branch of this road is now completed 
from the junction with the main line near Nelsonville, O. - 
Monday Creek to the mouth of Snow Fork, three miles. Wor 
is progressing on the rest of the branch, which there turns 
northward and follows up the creek to New Straitsville, where 
it will meet the Straitsville Branch of the same road. The 
Snow Fork Branch leaves the Monday Creek Branch at the 
mouth of Snow Fork, and is nearly completed for three miles 
up that stream to the Ogden Furnace; it will be hereafter ex- 
tended three miles further to the Croft Furnace. There is 

on activity in the region and several new furnaces are being 
uilt. 
Covington, Oolumbus & Black Hills. 

It is stated that arrangements have been completed for the 
iron to lay the track on the extension of this road, most of 
which has been graded this season. The contractors will soon 
begin to lay the rails from Ponca, Neb., west to Niobrara. 


Oumberland & Ohio. 

A dispatch from Lonisville, Ky., says that the stockholders 
of this company have voted to accept the proposition of the 
Nashville, Chattanooga & St. Louis Company for a lease of the 
road. This proposition, as already noted, provides for the 
guarantee of Cumberland & Ohio bonds to the amount of $10,000 
per mile, the proceeds ot the bonds to be used to complete the 
road, and the road, as fast as finished, to be lea to the 
Nashville, Chattanooga & St. Louis, at a rental sufficient to 
pay interest on the bonds. The lease is conditional on the 
ability of the Cumbeland & Ohio to dispose of not less than 
Seay at of the indorsed bonds at a price not below 75 cents on 
the dollar. 


Des Moines & Minnesota. 

This company has purchased 500 tons of steel rails for the 
extension of its road northward from Ames, Ia., and théy are 
now being delivered. 

Delaware, Lackawanna & Western. 

In answer to a committee of the Paterson (N. J.) Board of 
Trade, President Sloan says that this company will soon build 
the long promised spur the Boonton Branch into the 





City of Paterson. read now passes around the outside of 


*tificaies. 


the city and remote from the business centre, and is difficult of 
access as well. The proposed spur will be about 134 miles long. 
Dividends. 

Dividends have been declared as follows : 

Buffalo, New York & Erie (leased to Erie), 3% per cent., 
semi-annual, a Dec. 1. 

Catawissa (leased to Philadelphia & Reading), 3% per cent., 
semi-annual, on the preferred stock, payable on demand. 

Car Trust of Pennsylvania, 134 per cent., quarterly, payable 


Dec. 1. 
Northern (N. H.) “% per cent., semi-annual, payable Dec. 1. 
Boston, Concord k ontreal, 3 per cent., semi-annual, on the 
preferred stock. 


Erie. 
Receiver Jewett’s report for September is as follows: 





Balance, Sept 1 -» $411,407 84 
Mees VAS... cccccccccccccccsvsce 2,369,120 82 
TORR cn:vg0 000 can epwaniesp any enccnss aceceds $2,780,528 66 
Disbursements 2,405,756 24 
Balance, Oct. 1 $374,772 42 


The a include $660,256.65 borrowed on Receiver’s cer- 

‘he disbursements include $666,847.60 certificates 
paid; $100,000 for temporary loans repaid; $216,037.50 for inter- 
terest Re and $30,925.94 on account of coal lands. The 
amount of Receiver’s certificates outstanding Oct. 1 was 
$1,879,149.66. 


Foreclosure Sales, 


The sale of the New Jersey Southern has been again post- 
poned to Dec. 9, at Long Branch. 


Grand Trunk. 

In his speech at the half-yearly meeting of this company in 
London, Oct. 29, the president, Sir Henry Tyler (late Chief 
Railway Inspector of the British Board of Trade), spoke as 
follows of the condition of the property : ~ 

“Tt was, as you may well imagine with some degree of anxiety 
that I went to Canada to inspect the Grand Trunk system, and 
with some teeling that it was only too probable that it might, 
after the necessity for economy which had for three vears been 
imposed upon us, have somewhat suffered as regards its gener- 
al condition and its efficiency for the conduct of traffic, It 
was a great relief to me to find, and it is a great satisfaction 
to me to be able now to report to you, that such is not the case, 
We were never in a better, never in so good a condition for 
carrying traffic than we are at the present moment. The way 
and works are altogether in better order than at any previous 
time. We have steel rails for about 1,070 miles, and they are 
giving us satisfaction. We shall proceed to relay the remaining 
portions of the line with steel, as circumstances require, «nd 
will admit of our doing so. Much bas been done in replacing 
inferior masonry, or brick piers and abutments, with solid stone 
work of superior quality. The = *s cars are in excellent 
condition, and have in no way suffered from undue economy. 
The engines are also in good working order; and I do not be- 
lieve that there is any line in the United States which is alto- 
gether in so good and so efficienta general condition. There 
are two duplicate engines, or, in other words, two more engines 
on tie road than the number shown on our books; and there 
will be, on the compl+tion of the work now in hand, twenty-two 
more cars than the number shown, The only extra ex- 
pense that it will be wise in us to incur as regards our engine 
stock in the future is the addition to it of from ten to fifteen 
engines a year, in order properly to provide for the wearing 
out of that stock ; and we may in future yea's think it right 
similarly te incur a somewhat larger expenditure in the re- 
newal of the trucks and wheels of our cars, but certainly not to 
any materia] or embarrassing extent; and our expenditure on 
way and works ought relatively to be less onerous than in the 

ast. So far from the property having been starved, I find that 

uring the last two or three years it has in certain respects 
been materially improved out of revenue. For instance, it has 
been for the most part equipped, almost entirely at the expense 
of revenue, with an efficient water supply. During the winter 
of 1874-5 the service of the trains caine considerably from an 
inadequate supply of water, which had in many cases to be 
procured at great expense. This difficulty has been for the 
most part overcome, and ty another year the work will be 
completed for placing the water supply in a satisiactory con- 
dition. The machinery in the workshops has been in- 
creased and improved, and the works have been 
made more efficient and convenient; and improve- 
ments in the permanent way have also been to a con- 
siderable extent debited against revenue, as well as improve- 
ments in the station yards and in the means of handling fuel. 
Of course, on 80 extensive a system, there are other improve- 
ments which it will be from time to time desirable to carry out, 
for increasing the accommodation and for greater economy in 
working. But we shall not require to proceed with these mat- 
ters more rapidly or toa greater extent than circumstances 
will justify. have given my attention to further means of 
economy which may advantageously be carried out, or which 
are in progress. By the addition of engines of a more power- 
ful class we may haul! heavier loads in our trains at less com- 
parative cost. By improving the build of our cars we may 
carry heavier net loads with a less proportion of dead weight; 
and by gradually introducing larger wheels of better construc- 
tion under our passenger cars we shall save in maintenance of 
road and rolling stock, Our excellent loeomotive superintend- 
ent is fully alive to these improvements. He has done much 
already, and is anxious further to introduce them, as well as to 
do all he can towa economy in fuel, which is the most im- 
portant item of all, requiring constant attention. The local 
traffic, also, is being fostered, as being of an advantageous and 
permanent character, and special provision has been made for 
its accommodation. Demands for sidings are frequent and 
meet with prompt attention. As many as twenty additional 
sidings have been put in for the convenience of traders during 
the past two years, making just so many new stations for the 
accommodation of local traffic.” 

In the same speech President Tyler spoke as follows of the 
Riviere du Loup Division, concerning which a ae 
have been current: “ The fotercolonial Railway has L open 
for through traffic, as you are aware, sivce July, 1876, and there 
has been since a steady increase ot business over our Riviere 
du Loup section. This traffic has doubtless to some extent 
been drawn away from our route to the lower Canadian prov- 
inces via Portland, but it is difficult to estimate precisely the 
extent of such transfer, on account of the variations in the con- 
sumpt on of breadstufis, and the volume of business durin 
the two periods. While in Canada I had an interview wit 
Hon. Mr. Mackenzie, the Premier of the Dominion, on the sub- 
ject of our line from Chavudiere Junction to Riviere du Loup. 

he Intercolonial traffic is worked over that sec ion under an 
agreement which is not satisfactory to us. It doves not yield 
us sufficient remuneration for the work performed, and we 
have, therefore, = notice to the Canadian Government to 
terminate it, with a view to discussing with them a proposed 
amendment of it. The Government on their part desire that 
we should relay that section of our line with steel rails, and 
expend money on it in other ways. This expenditure is not 
required, however, for our own purposes, but with a view to 
enabling the Government to run fast mail trains through from 
Halifax to Montreal. It does not appear reasonable to expect 
that we should expend money for such an object upon a fine 
which we have for so many years worked at a loss, and for a 
service for which we receive insufficient remuneration, and I 





represented to Mr. Mackenzie that I should not be justified in 
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er informed him that I was ready to treat with 

either for a sale of the line from Chau- 
diere Junction to Riviere du pt or for a lease of it, 
or to admit of the Governmen a money on 
it upon such terms as might be agreed upon. e proposition 
for a lease appeared to be that which most commended itself 
to his notice, and he undertook to consult with his colleagues 
on the subject as soon as he could meet them, which would not 
be for several weeks. I have not yet heard anything further 
trom him upon the subject. It is expected that within four or 
five years the Intercolonial Railway will begin to pay its work- 
ing expenses, and obtain some remuneration for the Dominion 
Government. Meanwhile, as the traffic on the Intercolonial 
Railway improves, so the traffic on the Riviere du Loup sec- 
tion of our line will also improve; and that section of line, 
which actually yielded a profit for the half-year ending last 
June, will ultimately become a remunerative property, yield- 
ing a considerable revenue to the Government, which will, we 
may hope, before that time have leased it or acquired posses- 
sion of it upon fair terms.” 


Hannibal & 8t. Joseph. 

It is announced that the new board has paid off the loan of 
$160,000 made by Jay Gould to Pay the September interest, and 
has accordingly recovered the large amount of securities 
pledged for the loan. 


Harlem Extension. 

In the suit of Trenor W. Park opine the town of Benning- 
ton, the Vermont Supreme Court has decided that the $125,000 
bonds issued by the town in aid of the Lebanon Springs Rail- 
road, afterwards part of the Harlem Extensio:, are legally a 
debt of the town and must be paid. The case has been pend- 
ing a long time and has been sharply contested. There are 
some $220,000 of bonds issued by other towns in aid of the 
same road, which are affected by this decision. 


Tilinois Central. 


asking you to provide the funds requisite for such a purpose. 
If $ ; 
him 


his company has just finished a funeral car, built especially 
to run between Chicago and Oakwood Cemetery. The car has 
a separate room for the corpse and seats for 36 persons. The 


company now runs daily funeral trains to the cemetery, besides 
furnishing a special train when desired. 


Ligonier Valley. 

The track on this road has been laid to Ligonier, Pa., and 
regular trains will soon begin to run overit. The road was 

aded several years ago; it extends from the Pennsylvania 
tailroad at Latrobe southeast 10 miles to Ligonier in West- 
moreland County. It is of 3 ft. gauge with a third rail for 
standard gauge for a short distance from Latrobe. The road 
is owned and will, we believe, be worked by Mellon Brothers, 
the contractors who built it. 


Mayersville & Rolling Fork. 

This company purposes building a rail oad from Mayersville 
in an County, Miss., to Rolling Fork in Sharkey County, 
about 12 mules. It is claimed that the road will carry a con- 
siderable local traffic to steamboat navigation. The company 
is endeavoring to secure from the State the services of a num- 
ber of convicts. 


Meetings. 

Meetings will be held as follows: 

Boston & Maine, annual meeting, in the City Hall at Law- 
rence, Mass., Dec. 12, at 10 a. m. 

Old Colony, annual meeting, at the passenger station in Bos- 
ton, Nov. 27, at 11 a. m. 


Minneapolis & St. Louis. 

This company’s road being completed and trains running 
according to agreement, the City Council of Minneapolis, Minn., 
bas ordered the issue of the $94,000 city bonds voted in aid of 
the road. The bonds were voted under the law of Feb. 9, 1870, 
authorizing local aid to the construction of the Minnesota 
Western road. 

The line owned by this company extends to the Iowa State 
line, 11 miles south of Albert Lea. The terminus of the road 
will, however, be at Albert Lea, the section from that town to 
the State line being leased to the Burlington, Cedar Rapids & 
Northern Company. 


Michigan Ship Canal. 

The old project for a ship canal across Michigan, to connect 
Lake Michigan and Lake Erie, has come to the surface again. 
A convention was held at Allegan, Mich., Nov. 16, at which 
the route by Saugatuck and the Kalamazoo River was recom- 
mended, and a committee was apppointed to see if Congress 
will not aid the project. 

Missisquoi. 

The trustees under the first mortgage, Worthington C. 
Smith, B. P. Cheney and Wm. B. Stevens, have taken formal 
possession of this road in consequence of failure to pay interest 
on the $500,000 bonds. From Nov. 15 the road will be worked 
by the trustees. The road is 30 miles long, from St. Albans, 

t., to Richtord ; it was built some six years ago and has been 
worked by the Central Vermont. No rental, it is said, has 
been paid for the last two years. 


Missouri, Kansas & Texas. 

Notice _— that the Union Trust Company, Trustee, will 
pay, after Nov. 15, the sum of $20 in gold on each of the cou- 
pons due Aug. 1, 1877, on the consolidated first-mortgage land- 
grant bonds of this en. The 4 omy will be made only 
on the coupons of such bonds as have been stamped subject to 
the agreement of March 1, 1876. 


North Simooe. 

An agreement has been concluded and duly ratified for the 
lease of this road, when completed, to the Northern Railway 
7 of Canada. The road will be a branch of the 

orthern. 


Northeastern, of Georgia. 

The Supreme Court of the State has decided that the Gover- 
nor is authorized to put the endorsement of the State upon the 
bonds of this company, as provided by the law of 1870. The 
Governor has not yet endorsed the bonds for the 40 miles com- 

leted, although the matter is being very strongly urged upon 

m. 


Pacific Railroads and the Government. 

Argument has been continued this week before the Senate 
Judiciary Committee at Washington on the bill providing for 
the payment of the Government aid bonds at maturity. Coun- 
sel for the Union and Central Pacific companies advocated the 
ee eeay presented by the companies last week, includin 

e return of a large part of their land game. to be cnedited 
to them at an arbitrary valuation. A side issue was presented 
by counsel for the Kansas Pacific, which desires the passage of 
a law compelling the Union Pacific to pro-rate with it on all 

hrough business. 


Pennsylvania. 

\ ements are being made to laya second track on the 
Philadelphia & Erie Division between Sunbury and Williams- 
port, about 40 miles. 

_ The City Council of Cumberland, Md., has passed a resolu- 
tion submitting to the people the question of granting a sub- 
sidy of $65,000 inaidof the extension of the Bedford Division 
from State Line to Cumberland. The company organised to 
build this extension 1s called the Pennsylvania Railroad Com- 
pany in Maryland. 





The Grand Jury before which the riot cases were presented 
at Pittsburgh has made a general presentment to the Court, 
which is somewhat at variance with the generally accepted his- 
tory of the riots there. It blames severely the management of 
the State authorities and holds that the riots were chiefly due 
to their precipitate action; it insinuates that they acted en- 
tirely at the dictation of the railroad officers and that the final 
quelling of the riots was due entirely to the citizens of Pitts- 
burgh. The substance of the presentment is that the city was 
not to blame, the whole trouble arising from the railroad and 
State officers. The object of the presentment is probably to 
make some basis for a claim that the State should pay the 
damages caused by the riots. 


Pittsburgh & Lake Erie. 

The Pittsburgh Telegraph says: ‘‘The differences between 
the Pennsylvania Company and the Lake Erie road, in regard 
to the crossing at Mahoningtown, have been satisfactorily set- 
tled by Manager Layng and James I. Bennett. The crossing 
. Hazleton, near Youngstown, was made without any opposi- 

on.” 
Plainview. 

A company has been organized to build a narrow-gauge road 
from Plainview, Minn., eastward to a point on the River Divi- 
sion of the Chicago, Milwaukee & St. Paul. The distance is 
about 12 miles, and the capital stock is fixed at $65,000. 


Portland & Oxford Oentral. 


It is said that — in Portland have bought up a majority 
of the bonds of this road, and intend to repair the road and put 
it in op-ration. The road is 274% miles long, from Mechanics’ 
Falls, Me., northward to Oxford. The State Railroad Commis- 
sioners forbade the running of trains over it some three years 
ago, on account of its dilapidated condition, and it has since 
been abandoned. 


Scotland Neck, 

The Raleigh News thus describes this road, which is in Hali- 
fax County in North Carolina: “Scotland Neck rejoices in a 
railroad that runs from this place to Edward’s Ferry, on the 
Roanoke River. The length of the road is six miles. This is 
a railroad that but few people in the State know but little 
about, although it has been in operation about ten years. It 
is not even the narrow-gauge, but the same as most of the 
roadsin the State. Although it is built on the cheap plan, and 
of rude construction, it is a great convenience to the people of 
this section. The rails are of pi 


re scantling, 4X6, and spiked 
to the ties with -\~ spikes. 


he engine is of small size, but 
hauls from 50 to 75 bales of cotton at atime. All the freight 
to and from this section comes down to the Roanoke from Wel- 
don, and then over the wooden railroad. Other sections might 


adopt the same kind of railroad with good profit.” 


Southeastern, of Oanada. 

This company has obtained from the Vermont Court of 
Chancery a temporary injunction prohibiting the Connecticut 
& Passumpsic een Company from interfering with the ope- 
ration of the road. No further active hostilities are reported, 
and itis to be hoped that the differences between the two com- 
panies will be settled in the courts. 


St. Joseph & Des Moines. 

This company has let a contract for grading the first section 
of 20 miles from St. Joseph, Mo., northeast, to John McCarthy, 
of Leavenworth, Kan. The w rk is to be done in six months. 
An engin : has been ordered from the Brooks Locomotive 
Works, to be used in the construction of the road. 


St. Louis & Southeastern. 
Auditor Young’s report of gross earnings for October is as 
follows : 





St. Louis Kentucky Tennessee Entire 

Div. Div. Div. Line. 
Passengers ......... $24,162 16 $9,454 92 $5,256 10 $38,873 18 
Freight ........-00 41,576 91 21,011 09 8,887 38 71,475 38 
Mail, express,etc... 2,494 73 1,033 80 536 90 4,065 48 
Total. ..........$68,233 50 $81,499 81 $14,680 88 $114,418 94 
Earnings per mile.. 324 92 321 42 312 35 322 29 


As compared with October, 1876, the St. Louis Division 
shows an increase of $4,137.54, or 6.4 per cent.; the Kentucky 
Division a decrease of $1,316.08, or 4 per cent. ; the Tennessee 
Division a decrease of $1,323.11, or 8.3 per cent., and the entire 
line an increase of $1,498.35, or 1.3 per cent. 


Tennessee Railroad Taxation. 

In the matter of the application of the Memphis & Charles- 
ton Railroad Company to restrain the Comptroller and Rail- 
road Assessors from assessing taxes upon the company under 
the present law, the Court of Chancery has decided as follows: 

**T am of the opinion, therefore, in view of the magnitude of 
the interests involved, the gravity of the questions, and the 
multiplicity of suits which would otherwise take place, that the 
Memphis & Charleston Railroad Company, and other railroad 
companies complainants in like situation, are entitled to the 
injunction as prayed, upon giving bond with good security, in 
the penalty of $5,000, conditioned as required by law in injunc* 
tion cases before judgment. 

‘It may be that some of these companies did not accept the 
terms of the 11th section of the act of 1875, and are not entitled 
to any exemptions by charter for one or more of the years 
over which the assessments extended; if so, the injunction 
ought not to prevent the carrying out of the provisions of the 
law for three years. There may, also, be other companies not 
falling fully within the principles settled, as to whom only a 
modified injunction should be granted. Either party may, 
therefore, present specially the bill in any case, with sugges- 
tions as to the proposed moditication for action by the Court.” 


Texas Western. 

It is reported that T. W. House and Peter Floeck, —— 
ing respectively the bondholders and stockholders of this com- 
pany, have nearly concluded a sale of the road to some English 
parties who have large property interests in Texas. They in- 
tend, it is said, to pay off the floating debt and extend the road 
westward across the Brazos River. 


Utica & Black River. 


At the annual meeting in Utica, N. Y., Nov. 14, a special in- 
vestigating committee of three stockholders was appointed to 
make an examination into the affairs and transactions of the 
com ~ and to report at as earlya dayas theycan. The 
stockholders at the same time passed a resolution expressing 
confidence in the present management. 


Valley, of Virginia. 

At the annual meeting in Staunton, Va., Nov. 14, it was re- 
ported that the debt to the Baltimore & Ohio had been reduced 
to $17,000. A committee was appointed to see if anything could 
be done to secure the extension of the road, at least as far as 
Lexington. This committee subsequently reported, recommend- 
ing that the present arrangement with the Baltimore & Ohio be 
terminated and that the company purchase equipment and work 
its own road, and also rescumnentiag a reduction of offices and 
salaries. The committee further reported that if $800,000 could 
be raised by the issue of bonds, the road could be completed to 
Salem. After some discussion all these propositions were voted 
down, but the board was authorized to use all surplus earnings 
for the extension of the road. 

On the following day the consideration of the subject was 
resumed and, after a long and somewhat bitter discussion, a 
resolution was passed authorizing and instructing the Presi- 
dent and directors to issue not more than $2,000,000 bonds hay- 


! Baltimore. 


| Vermont Valley. 


| ing 30 years to run and bearing 6 per cent. interest, and to 
; execute a mortgage on the whole property to secure the bonds. 
It was provided further that the bonds shall not be sold for 
less than 85, and that the mortgage shall not be executed un- 
less first approved by the Finance Commissioners of the city of 


Trouble has arisen between this company and the Central 
Vermont. Since the Vermont Valley Company recovered pos- 
session of its road daily settlements of traffic balances with the 
Central Vermont have been made. Recently, however, the 
Vermont Valley has refused to pay over the balances due, until 
payment is made of $36,000 due from the Central Vermont as 
rent of the Valley road prior to June 1, 1875, and further an- 
nounces its intention of retaining all money received until the 
matter is settied. The Central Vermunt last week refused to 
deliver any more freight to the Vermont Valley and stopped all 
connections. Freight to and from the New London Northern 
is now sent around by the Cheshire, the Fitchburg and the 
Springfield, Athol & Northeastern, reaching the New London 

orthern at Barrett’s Junction. This is a very circuitous route 
and causes much local inconvenience. $ 

The Vermont Valley Company has also begun suit to recover 
the rental due and has attached all accessible property of the 
Central Vermont. 


Weston & West Fork. 

The stockholders of this company have authorized the exe- 
cution of a mortgage for $100,000 to secure the completion of 
the road. A contract for the grading and bridging has been 
let, the work to be completed by Suly 1, 1878; the contract 
price is about $40,000. Arrangements are being made for the 
iron and equipment. The road is to run from Weston, in 
Lewis County, W. Va., northward to the Baltimore & Ohio at 
Clarksburg, about 22 miles, and is to be of 3 ft. gauge. 





ANNUAL FPEPORTS. 








East Tennessee, Virginia & Georgia. 





We recently published the report of the President of this com- 
pany for the year ending June 30, 1877. The full report now 
received contains some additional figures. The general bal- 
ance sheet, condensed, is as follows: 





Stock ($7,290 per mile) .......ccsesccccccccccccccces . $1,968,274 00 
Bonds ($15,223 per mile)..........cceecececs cccesseces 4,110,100 00 
Accounts and balances due, including July interest.... 432,110 83 
DINOS OG GB oce 6.008500 cccsevesecscs cy besesstsuectece 3,533,150 34 
Total ($37,199 per mile). .........cccces coccccccce $10,043,635 17 
Cost of road ($34,021 per mile)....... ...... $9,185,545 84 
Cin., Cumberland Gap & Charleston R.R.. 228,092 26 
Sundry property accounts...............0. 25,160 42 
RN ID, RNs cvincoe nétscuseccnnuewene 289,551 96 
NE ENE, ccntcne sc cacscvnacicoccssaces 25,349 22 
Suspense ACCOUNE. ... 22... sscccccccscccess 104,535 63 
Bills and accounts receivable.......... ...- 119,181 12 
GE OG MOONE 0005.05 io cdi ccecccdstces 116,218 72 
10,043,635 17 








The equipment consists of 38 engines, 2 sleeping, 14 first- 
class passenger, 10 second-class passenger, 11 half-seated pas- 
senger, 3 postal and 2 mail and baggage cars; 321 box, 20 stock 
and 184 coal and flat cars; 1 pay, 1 wrecking, 1 derrick, 46 crank 
and 85 hand-dump cars. 

The work done for the year was as follows: 















1876-77. 1875-76. Inc. or Dec. P. c. 
Train mileage, freight............ 523.913 450,884 Inc..73,039 16.2 
” ° passenger. . 334,565 386,712 Dec..52,148 13.5 
” = service.... 30,233 658,328 Dec..28,095 48.2 
wa - switching... TAGEO ccccnce 

Na vine Hid ebdstesnecacdess 960,711 895,924 x 

Tons through freight carried...... 101,294 ....... - 
Tons local freight carried......... 117,563 ....24. ae 
Winn oe cvessnehesconteeses 218,857 198,414 Inc..20,443 10.3 
Earn. per train mile, passenger... $0.8968 $1.0795 Dec.$0.1827 16.9 
a ” ” freight ...... 1.1882 1.4105 Dec. 0.2223 15.8 
“ =~ = all trains... 1.1542 1.2576 Dec. 0.1034 8,2 
Expenses per train mile........... 0.7790 0.8540 Dec. 0.0750 838 
Net earn. per train mile.......... 0.3974 0.4036 Dec. 0.0062 1.5 
Cost of engine service per mile... 0.1884 0.2144 Dec. 0.0260 12.1 


The cotton carried for the year was 201,926 bales, all through, 
of — 114,563 bales were received at Chattanooga and 87,363 
at Dalton. 


Atlantic & Great Western. 


The following figures are from the report of Receiver J. H. 
Devereux to the Ohio Railroad Commissioner for the year end- 
ing June 30, 1877. The traffic of the road was: 











1876-77. 1875-76. Increase. P.c. 
Passenger mileage...... 38,059,534 34,536,106 3,523,428 10.2 
Tonnage mileage. .... . . 290,982,931 275,063,459 15,919,472 5.8 
lhe earnings for the year were as follows: 
1876-77. 1875-76. Inc. or Dec. P.c 
Passengers....... $762,781 11 $786,082 39 Dec.. $23,301 28 3.0 
2. | 2,701,662 16 2,873,229 77 Dec.. 171,567 61 6.0 
Mail, express, etc. 157,247 03 159,576 77 Dec.. 2,329 74 1.5 
We vice vse $3,621,690 30 $3,818,888 93 Dec..$197,198 63 5.2 
Work’g expenses. 2,986,257 19 3,083,966 43 Dec.. 97,709 24 3.2 
Net earnings..... $635,433 11 $734,922 50 Dec.. $99,489 39 13.5 
Gross earnings 
per mile....... 7,073 61 7,458 76 Dec.. 385 15 «5.2 
Net earnings ver 
BETIS. 6 0 scp 00 woes 1,241 08 1,435 90 Dec.. 194 82 13.6 
Per cent. of exps. 82.45 80.75 Inc.. 1.70 2.1 


From the net earnings the following rentals were paid: 
Cleveland & Mahoning BR. B..........ccccesccccecccscccccce $274,272 00 


Sharon Branch and Sharon BR. B..........ececeeessceeveces 154 56 
Docks and real estate..............+. (0 anheeteossubeaspeas 8,997 97 
EQuIPMENE, ... 2. 225s Me cece ccceececceceeeccccencceeees 314,788 26 

I aii-badsnndeshain tanekbassaiseakeseen . $626,212 79 


Leaving a net balance of only $9,220.32 for the year. 
Lake Shore & Michigan Southern. 





The petty figures are from the report to the Ohiv State 
Commissioner for the year ending June 30, 1877. The funded 
debt has been reduced by $125,000, and is now $37,524,000. The 
work done was as follows: 











1876-77. 1875-76. Inc. or Dec. 
Passenger mileage......... 162,347,214 161,651,844 Inc.. 695,370 
Tonnage mileage.......... 1,166,499,368 976,853,659 Inc. .189,645,709 
Av. rate per pass. per mile. 2.12 cts. 2.376 cts. Dec.. 0.256 ct. 
Av. rate per ton per mile.. 0.80 “ 1,001 “ Dec.. 0.201 “ 
The earnings for the year were as follows: 
1876-77. 1875-76. Inc. or Dec. P.c 
Passengers. . -- $3,442,389 28 $3,841,658 43 Dec..$399,269 15 10.4 
Freight ........ 9,197,642 58 9,775,692 32 Dec.. 578,009 74 5.9 
Express, mail, 
CEO. nc rcceree 978,734 84 876,625 20 Inc.. 102,109 64 11.6 
Total... ..$13,618,766 70 $14,493,975 95 Dec..$875,209 25 6.0 
Working ex- 
penses....... 9,151,236 58 9,529,890 45 Dec.. 378,753 87 4.0 
Net earnings $4,467,530 12 $4,963,985 50 Dec..$496,455 38 10.0 
Per cent. of ex- 
PCOTSCS....006 67.19 65.75 Inc.. 144 2.2 
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Of the —— earnings, $7,129,629.14, and of the passenger 
earnings, $2,790,006.21 were from local business. The net earn- 
ings over all expenses and rentals were $3,925,953.77, or 4.74 
per cent. on the stock and debt. : 

The estimated loss by the Ashtabula disaster is $500,000. 
Four hundred thousand dollars had already been paid in dam- 
ages, June 30. 


Baltimore & Ohio. 





This company owns or leases and works the following lines : 

Miles. 

Main Stem, Baltimore to Wheeling, W. V&........++-.+esesees 379 46 
Valley Branch, Harper’s Ferry to Harrisonburg, Va......-.... 

Washington County Branch, Junction to Hi own, Md... SA 


Metropolitan Branch, Point of Rocks to Washington.......... 
Washington City & Point Lookout R. R., Alexandria Junction 

de, ee sascotstqueeson sa Sank 
Frederick Branch wehe dad 3% 





Total, Main Stem and branches.........0.seee0 eeeeeces 
Washington Branch, Relay House to Washington 31 
Parkersburg Branch, Gratton, W. Va., to Parkersburg.... .... 10344 
Central Ohio Division, Bellaire, O., to Columbus............+- 137 
Lake Erie Division, Newark, O., to Sandusky.......... -sse+0. 116 
Chicago Division, Chicago Junction, O., to Chicago........... 


Wheeling, Pittsburgh & Baltimore R. R., Wheeling to Wash- 
Amgton, Pa...cccccsccocccccccccecscocescccsBecces coccesesoces 
Newark, Somerset & Straiteville R. R., Newark,O.,to Shawnee 43 
Pittsburgh Division : 
Main Line, Cumberland, Md., to Pittsburgh, Pa....... 149.6 
Hickman’s Run Branch...........0sssecessesccseseces 1.9 
Fayette County Branch, Connellsville, Pa., to Union- 


eter eet eee eee ee ee eee eer eee e Te ee ere) 


town . 
Mt. Pleasant Branch, Broad Ford, Pa., to Mt. Pleasant 9.6 179% 


Total... ccccccccccccccccccscsccce-soessess seces o seve 1,46534 


During the past year there was no change in the line worked. 
The fifty-first annual report covers a ending Sept. 30, 
1877. Only the President's report, as read at the annua] meet- 
ing, has yet been published, and the following statements are 
taken from that report. 


The report says: “‘ The sinking fund for the payment of the 
loan of the city of Baltimore, which was originally $5,000,000, 
increased during the year $109,542.90, making the payment in 
advance on account, and in reduction of that loan, which will 
mature in 1890, $1,958,421. 

‘The payments on account of the sinking funds for the re- 
demption of the sterling loans due in 1895, 1 and 1910 dur- 
ing the year amounted to $418,500, which at $4.84 per pound 
sterling make £86,260 6s. 8d. 

“The principles upon which the sinking funds of the Balti- 
more & Ohio Railroad Company are based will cause the entire 
indebtedness with which they are connected to be paid by the 
period of the maturity of the respective loans from the annual 
appropriations made for these funds, together with the interest 
accruing from their accumulations. ; 

‘““In accordance with the agreement with the city of Balti- 
more the second annual payment, namely, $40,000, of the prin- 
cipal of the bond for one million, given for the purchase of the 
interest of the city in the Pittsburgh & Connellsville Railroad 
Company, has been made, thus reducing this obligation to 
$920,000. 

‘Of the mortgage loan, payable in 1880, $120,500 have been 
anticipated, leaving $579,500 to be paid. $790,000 have been 
paid in anticipation of the loan redeemable in 1885, which was 
originally $2,500,000, leaving the remainder of this loan $1,710,- 


000. 
“* Of the bonds for $500,000, endorsed by the Baltimore & Ohio 
Railroad Company, under the contract of July 18, 1864, of the 


Northwestern Virginia Railroad Company, due in 1885, $360,000- 


have been anticipated, reducing the sum unpaid to $140,000. 

“The profit and loss account shows an increase for the past 
year of $116,946.68. It will be seen by this account that the 
surplus fund, which represents invested capital derived from 
net earnings, and which is not represented by either stock or 
bonds, now amounts to $36,139,312.56. 

‘“ Semi-annnal dividends of 5 per cent. upon the capital stock 
were paid on the first of November, 1876, and on the fifteenth 
of May, 1877, respectively.” 

The figures given as to the traffic of the road are as follows : 


1876-77. 1875-76 Inc. orDec. P.c. 
Tonnage of through 
freight cet a biebendae 1,047,645 1,093,303 Dec.. 45,748 4.2 
Barrels flour carried to 
Baltimore........ «+++ 641,702 842,683 Dec.. 200,931 23.7 
Bushels wheat carried to 
Baltimore.........++.+- 2,500,600 620,300 Inc ..1,880,300 303.1 
Bushels corn carried to 
Baltimore........+-+++- 13,200,714 15,948,107 Dec..2,657,398 16.7 
Bushels other grain car- 
ried to Baltimore...... 588,547 949,589 Dec.. 360,992 38.0 
Tons lumber carried to 
Baltimore.. .... 0.020 53,720 65,238 Dec.. 11,518 17.7 
Barrels petroleum carried 
to Baltimore........... TIA DUB —«-_—setccess scccsccconcsioe see 
Tons live stock carried.. 111.920 98,652 Inc.. 18,268 138.4 
Tons coal on Main Stem, 
FOVENUC. 2+ ccseccocccce 1,069,574 1,186,289 Dec.. 116,715 9.8 
Tons coal on Main Siem 
for company........... 370,839 409,605 Dec.. 38,766 | 9.5 
Tons coal on Pittsburgh 
Division.......-+e+-2+ ++ LUBBLOB — eeeeee  ceeeeeeeeeeeee 
Tons coal on Trans-Ohio 
divisions. .........+-++. 293,403 cvcccconscosece 





Total coal tonnage.. 2,871,919 2,623,558 Inc.. 248,361 9.5 

The coal tonnage of the Pittsburgh Divivion includes coke. 
Only nine months’ traffic of that division is included in the 
figures for 1875-76. The decrease in the main stem coal 
traffic was in spite of a reduction of 25 cents per ton in rates. 
The report says: ‘‘ ‘The decrease in the transportation of through 
merchandise, and of some descriptions of grain, arose chi 
from the fact that the rates during a —_— of the year were 
so low, in consequence of the action of competing lines, as to 
cause absolute losses, and during a portion of such period the 
Baltimore & Ohio Company declined to carry freights that 
were not only unremunerative, but which did not repay the ac- 
tual expenses connected with the shipments. * bd 

“The passenger earnings exhibit a decrease from $1,674,475.- 
66 in the preceding year to $1,364,804.38. This reduction was 
caused chiefly by the decrease of travel compared with that 
connected with the Centennial Exhibition, combined with the 
continued depression in general business. * * 

“To meet the requirements of the increasing commerce, in 
connection wi'h the great steamships which are being attracted 
to Baltimore, an additional pier, numbered 31 and bas been 
completed. Itis 100 feet wide, with a warehouse 86 feet wide 
anda platform on each side six feet wide. It is built upon 
piles placed in rows five feet apart from centre to centre, and 
is 722 feet long. Its roof and sides are of corrugatediron. A 
railroad track runs in the centre of the pier for its entire 
length, affording excellent facilities for receiving and deliver- 
ing freight. About one-half of this pier has been arranged for 
a United States bonded warehouse, with the offices and ap- 
pointments necessary to accomodate all the requirements of 
shippers and to insure the comfort and convenience of 

ers. The depth of water alongside is ample for vessels of the 
argest class, being 27 feet ~ ae . i‘ road has been 
opened by the company from Fort avenue e pier, affording 
carriage and wagon ways without crossing at grade the tracks 
at Locust Point, thus removing the difficulties heretofore ex- 





ienced in ing the former ne steamship piers 
e cost of this pier been $108,095.71.” 


The earnings and expenses of the various lines were as fol- 
lows : 


P.c. 
Net Earn. per of 


Main Stem and Earn:ngs. papsoee. earn mi'e. exps. 

Branches . . . . $8,262,045 29 $4,605,151 87 $3,656,893 42 $21,771] 55.73 
Washington Bh 307,109 55 93, 7  213,67928 9,906 30.42 
Parkersb’rg Bh  625,67858  510,11906  115,55952 6,044 81.53 
Chicage Div.... 957,69560 834,415 21 123,280 39 3,573 87.13 
Cent. Ohio Div. 761,52488  612,23737  149,2:751 5,553 80.40 
Lake Erie Div.. 698,06514  448,50869  249,55645 6,018 64.26 
Wheeling, Pitts 

& Balto. R R 42,933 65 42,845 92 8773 1,342 99.80 
Newark, Som. & 

Straitev’eR.R. 164 200 81 113,573 48 50,627 33 3,8!9 69.17 


Pittsburgh Div. 1,389,606 58 965,773 00 423,833 58 7,995 69.50 


Totals. ... $13,208,860 08 $8,226,054 87 $4,982,805 21 $9,036 6227 
Excluding the Pittsburgh Division, worked for only nine 
months of 1875-76, the totals for two years compare as follows : 
1876-77. 1875-76. Decrease. P.c. 

Gross earnings... ... $11,819,253 50 $13,819,828 20 $2,000,574 70 14.5 











Expenses........... 7,260,281 87 8,831,997 86 1,571,715 99 17.8 

Net earnings.... $4,558,971 63 $4,987,890 34 $428,858 71 8.6 
Gross earn. per mile 9,176 44 10,729 68 1,553 24 14.5 
Net * oat ine 3,599 57 3,872 54 332 97 «8.6 
Per cent. of exps ... 61.48 63.91 2.48 3.9 


The earnings and the expenses in detail of the Main Stem 
and branches, 56134 miles, were as follows : 

















| 187%. 1876 ’ 1877. 
EaRnNINGs. $10,514,178 97| $9,632,361 06) $8,262,045 29 
EXPENSES. | | 
General expenses......... | $123,776 76) $118,510 68) $125,855 14 
Losses by accidents, &c... 53,108 56 84,910 30 47,185 83 
Exp’s of transportation...| 2,137,781 51) 2,012,590 21) 1,668,747 46 
Repairs of way..... ..| 1,234,209 83 943,743 19) 808 369 21 
R’p’rs of water stations ..| 16,416 51 28,170 63 14,982 42 
Repairs and construction | 
eres | 194,081 98 81,286 48} 80,048 84 
Repairs of bri‘ges........ | 116,984 71 116,713 33) 114,109 85 
Repairs of telegraph lines.| 21,225 26 15,516 16 16,097 79 
Repairs of stationary ma-) | 
Serer | 131,920 69 98,017 85 90,380 97 
Watching cuts............ 52,276 41 50,242 19 41,306 32 
Watching tunnels........ | 4,005 10 2,960 25 3,388 23 
Watching bridges......... | 28,456 73 23,972 47) 24,149 20 
Pumping water........... | 33,858 12 29,865 81 28,872 48 
Repairs of locomotives. .. 629,086 81 518,421 28, 496,172 89 
Repairs of nger cars. 220,782 78 259,681 73) 226,781 57 
Repairs of burden cars..... 687,197 84, 504,720 37/ 385,582 55 
Cleaning engines and cars. 132,562 84) 110,197 34) 91,187 31 
Contingent expenses ot 
the machinery dep’tin’t. ,022 88) 6,275 75) 5,098 86 
Ee eee 423,717 18! 377,778 18| 312,334 25 
Preparing fuel and fiJlinug, | 
CE Rese | 50,379 67) 33,61 33) 24,500 70 





$6,176,801 12) $5,411,635 53, $4,605,151 87 
| | 
Earnings more than exp’s $4,337,377 85) $4,220,725 53, $3,656,893 42 








Work ng expenses........ 58.74 per ct.| 56.18 per et! _ 55.73 per ct. 








It is shown that the earnings of the Main Stem and branches, 

in comparison with the fiscal year 1876, have decreased $1,370,- 

$15.77, and the working expenses have decreased $806,483.66, 

Th a@ comparative decrease in the net profits of $563,- 
11. 

The Washington Branch shows a decrease in gross earnings 

of $60,039.26, or 16.4 per cent. Only repairs and improvements 


_are charged to this branch, the transportation expenses being 


included in those of the Main Stem. No dividend has been 
paid on the stock of this branch, owing to the continued claim 
of the State of Maryland to one-fifth of the gross passenger 
earnings. The court of last resort has not yet passed upon the 

uestions involved. The company’s claim against the State 
for money advanced during the war to pay interest has not 
been adjusted. : 

Renewals on this branch required 470 tons of rails and 30,973 
ties. 

On the Parkersburg Branch 1,274 tons of new rails were 
laid. The gross earnings showed a decrease of $52,283.81, or 
7.7 per eine but the net earnings increased $80,053.64, or 225.5 

r cent, 

PeThe rental paid for the Central Ohio is 35 per cent. of the 
gross earnings. Owing to the low rates obtained on the traffic 
of this division, the expenses were 80.39 per cent., and the rent- 
al exceeded the net earnings by $117,246.20. 

The report says: ‘‘The aggregate working expenses of the 
Main Stem, with all branches and divisions, were 62.27 per cent. 
of the whole gross revenues, being 1.66 per cent. less than the 
preceding year. 

“During the year 267,108 new cross-ties and 5,053 tons of 
steei and iron rails were used for repairs on the Main Stem. 
The iron rails used were made by the company at its rolling 
mill at Cumberland, of the best material, and are of superior 
quality ; 606 miles of track are now laid with steel rails. The 
increased cost of the large quantity of steel thus used in sub- 
stitution for iron rails has been charged to the repair account. 
The economy and advantage of the substitution of steel for 
iron rails so generally upon the line continue to be shown by 
the important reduction—which is mainly due to this change— 
stated by the road department in the cost of the ‘ Repairs of 
Railway,’ of $135,373.98. 

“The advance realized in 1876 on the cost of the Turtle 
Creek and second-mortgage bonds of the Pittsburgh & Con- 
nellsville Railroad Ngo which had been purchased and 
were owned by the timore & Ohio Company, is still with- 
held from the credit of the profit and loss account. It is 
deemed judicious to wait, before such entry, for the further 
development of the business of the Pittsburgh & Connellsville 
Road and until net results shall be shown to meet fully the 
ipterest on its entire mortgage debt. * * 

‘The net earnings of this road under the continued depressed 
condition of business indicate that, while its traffic will be of 
much value to the Main Stem and to the city of Baltimore, at 
no distant day it will cease to require financial aid from this 
company. 

THE BALTIMORE, PITTSBURGH & CHICAGO RAILWAY. 

‘It was first designed that this road should be extended 
from the terminus of the Pittsburgh & Connellsville Railroad 
at Pittsburgh to Chicago. The expensiveness of a portion of 
the route, combined with difficulties that were in sed as to 
the connection at and through Pittsburgh, caused this plan to 
be changed so that the Main Stem of the Baltimore Ohio 
road was used to Benwood, and thence by the bridge over the 
Ohio River through Bellaire to Newark, on the Central Ohio 
Division; then by the Lake Erie Division, from Newark to Chi- 
cago Junction, 88 miles, and then an air line of 263 miles was 
built directly to Chicago. As the original name, therefore, did 
not properly represent the line finally adopted, it has been 
changed, under the laws of the respective States, and the com- 
— are now known as the Baltimore & Ohio & Chicago 

ilroad Company (Ohio and Indiana), being a consolidated 
corporation under the laws of those States, and the Baltimore 
& Ohio & ———- i Company (Illinois), representing 
that portion of the line which is in the latter State. 

“To these lines the Baltimore & Ohio Railroad Co y isa 
subscriber for 30,069 shares of stock. A mortgage been 
executed on the entire line for £1,600,000, bearing 6 per cent, 


interest. The Baltimore & Ohio Railroad Company issued its 
bonds for £1,600,000 sterling; bearing 5 pom inte 
— the £1,600,000 and 28,900 shares of the stock stated with 
esars. Egisto P. Fabbri, Wm. F. Burns and Robert Garret 
Trustees, as security therefor. This loan has been negotia 
with Messrs. J. 8. Morgan & Oo., of London, and the proceeds 
placed to the credit of the Baltimore & Ohio & Chicago Rail- 
road Companies, on account of the cash advances made to 
those companies by the Baltimore & Ohio Railroad Company 
for the construction of thatline. * * 
“The principal of these bonds has been made payable 50 
years after their date, namely, on the 1st of June, 1927, and the 
sinking fund for their redemption has been provided by the 
agreement to pape on or before the 15th of May in each 
gone the annual sum of £7,500 sterling, commencing on the 
5th day of May, 1878. 

“This annual appropriation, cegethes with the interest ac- 
cruing from its accumulations, wil] pay the entire loan by the 
period of its a. A copy ot the deed, which embraces 
the form of bond and the agreements connected with this loan, 
is appended to this report. ® od 

“The population and number ef towns upon this division 
continue to increase. The line beicg new, it was necessary for 
the building up of its business that roads should be constructed 
by the counties from various points through the surrounding 
country. Tiese are being built leading to the new towns, 
which are becoming the centres of the trade of the region 
through which the fine passes. 

“The road has been substantially constructed upon the 
most di-ect line and with the lowest grades, so as to secure the 
largest practical economy in working. The disappointment in 
the results for the past year was caused mainly by the ex- 
tremely low rates that prevailed during a large portion of the 

riod, and which arose from the severe competition in the 

usiness of Chi and the regions connected with that com- 
mercial centre. Fair and moderate rates for transportation, 
and the ——— normal and proper ratio of working ex- 
—_ would have produced, of course, very different results. 

ith the increase of the rates which is being maintained as an 
absolute necessity for all the railroad interests of the country 
improved and much more satisfactory results may be antici- 
pated in the future.” 

After referring to the | pee condition of the Marietta & 
Cincinnati Company, and quoting from the last report of that 
company to show some of the causes of its present bankruptey, 
the report says: 

“The Baltimore & Ohio Company furnished a large portion 
of the means in cash to build the Cincinnati & Baltimore Rail- 
road and the Baltimore Short Line road, as well as to supply 
additional cars and oy Pomme enerally, and to effect the 
great improvements that were made upon the line of the Ma- 
rietta & Cincinnati Railroad. It received for these advances 
the notes of the Marietta & Cincinnati Railroad Company, se- 
cured by stock of the Cincinnati & Baltimore, and stock and 
bonds of the Baltimore Short Line railways, and such other 
securities as that company could furnish. It was expected 
that these securities could be sold, and these advances by the 
Baltimore & Ohio Company repaid from the proceeds of such 
sales. As it became evident that this could not be done except 
at great sacrifices on the part of the Marietta & Cincinnati 
Company, the Baltimore & Ohio Company, in December last, 
assented to a proposition of the Marietta & Cincinnati Railroad 
Company to purchase the following securities at the prices 
stated, namely : 

$692,350 Cincinnati & Baltimore Railway Company's stock, at par 

and accrued interest. 
$1,191,700 Baltimore Short Line Railway Company's stock, at par 
and accrued interest. 

$750,000 of first-mortgage bonds of Baltimore Short Line Railway 

Company, at par and accrued interest; and 
$1,996,000 of fourth-mortgage bonds of the Murietta & Cincinnati 
Railroad Company, at 75 per cent. and accrued interest. 

“It will be seen that these purchases were made at full and 
liberal rates. 

“The Lpvessets of these purchases were applied to the credit 
of the Marietta & Cincinnati Company in reducing the amount 
of its notes held by this company. 

“The line between the Parkersburg Branch and Cincinnati, 
connected 7 the bridge over the Ohio River, namely, the Bal- 
timore Short Line, Marietta & Cincinnati and Cincinnati & 
Baltimore roads, now forms a very effective route. 

“The continuously bad results which have followed the ex- 
tremely low oe a for the transportation of through freights, 
have plainly led to the disastrous financial condition of the 
Marietta & Cincinnati road, as they have done to many import- 
ant lines of railway throughout the country. 

“The tariffs have recently been advanced to rates which will 
make comparatively much better results. The experience of 
the past basso clearly demonstrated the necessity for the pre- 
servation of railway interests and the interests of the public of 
establishing reasonable rates, that it is hoped the good sense 
of railway managers — will command such co-operation 
as = maintain permanently the tariffs at remunerative stand- 
ards.’ 


Nashville, Chattanooga & St. Louis. 
The lines owned by this company are as follows: 





Miles. 

Chattanooga Division, Chattanooga, Tenn., to Nashville........ 151.0 
St. Louis Division, Nashville to Hickman, Ky...... ........... 170.0 
Total Main Line,.... ore ccccenseccece ce cseecese . 321.0 
Jasper Branch, Bridgeport, Ala , to Victoria, Tenn..... 19.5 
Shelbyville Branch, Wartrace, Tenn., to Shelbyville... 8.0 
WOE stn encnbentbanecbcceperenebnsnnte cccinhcanewtontiné 348.5 


There are 39.67 miles of side tracks. The Jasper Branch wa 
extended during the year from Jasper to Victoria, 734 miles, 
the extension being completed just at the close of the year. 
During the year the ae has also purchased the Tennes- 
see & Pacific road, from Nashville to banon, 30 miles; the 
McMinnville & Manchester, from Tullahoma, Tenn., to Mc- 
Minnville, 35 miles, and the Winchester & Alabama, from De- 
cherd, Tenn., 10 Fayetteville, 40 miles. The accounts of these 
branches are presented separately. The present report is for 
the year ending June 30, 1877. 

The equipment consists of 83 engines ; 26 passenger and 11 
baggage cars ; 49 stock, 700 bux and 200 flat cars ; 1 pay and 2 
wrecking cars. 

The general statement (condensed) is as follows : 





Capital stock ($19,653 per mile).....-......s.ceseeeeeees $6,848,899 95 
Less amouct held by company............seseeeseee eee y 32 

Amount outstanding ($18,870 per mile)........... $6,575,295 63 
DOMES CGIO LH HEF MG). oo ccccccccescccccgoccevecvcces 6,813,000 00 
DB 55600100 1600006 040000040000000000000060 40,080 99 
Various liabilities, including interest due July, 1877.... 692,433 64 


Interest accrued during the war, payable in Tennessee 


State bonds (cash value $65,000)............esceeeeses 148,220 00 

Total ($40,941 per mile).........0.0..cecceececeses $14,268,080 26 
Road and outfit ($39,980 mile)....... $13,387,295 63 

Assets not availabie, stocks, bonds, claim 

against United States, etc........ ..... 310,324 46 
Available stocks, bonds, etc............. 70,169 91 
Real estate not used for road............ 86,111 97 
Bills and accounts receivable............ 139,172 02 
Cash deposited to meet coupons......... 220,372 26 
DONS OR BABE, cic. ccccecccsodseetéscoccese 54,584 01 

14,268,080 26 


Of the bonds $4,700,000 are 7 per cent. bonds of the consoli- 
dated wpe y be are old 6 per cent. bonds, $1,100,000 





old 6 per cent, bonds endorsed by the State, and $1,000,000,are 
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4 per cent. bonds held by the United States. To meet these | : one ; - 2 
three last classes of bonds an equal amount of new consolidated | —___ The Minor Michigan Railroads in 1876. 
tonds are held in reserve. The claim against the Government | 
is for mail service, retained to pay for engines bought from the | | Property. Liabilities. Traffic. Earnings. ‘ 
Government at the close of the war. | rag re gar ~ aero — = — 
The work reported for the year is as follows: B Bi sle| g 3 e | 2 | Z | § e | § B 7121212 
1876-77. 1875-76. Inc. or Dec. P.c. eis) s > * = a | B 3 .- | g 2 | £. g/ 3 
Passenger train mileage ...... 488,586 460,175 Inc.. 28,411 6.2 ‘ | oi oldia| & ; ae oe = 5 2 2 5 ° | & 
Freight train mileage......... 752,168 796,269 Dec.. 44,101 5.5 Name of Road. ee | £ : » |; £ | & g = | 5 & E ~ E - 
eet ee | &| giels| & . gle abtogmen Iie = e = ; R =e | @| & 
Total.......ceecesseeeees 1,240,754 1,256,444 Dec.. 15,690 1.2 | & Bag) S dhe Tee ae | = | £ : |e i 3le 
Locomotive mileage........-.1,898,991 1,880,728 Inc.. 13,263 1.0 |g] ai: j5) & ay } 8 et Sree Be ene te - 
Passengers carried............ 183,823 183,997 Dec.. 174 O01 | 8 oe ig} 3 | a ad | . | 3 3 | 3 
Earnings per mile, pass.trains $1.000 $1.130 Dec.. $0.130 12.4 | &| @ 7) | , . 5 5 | 3 
Earn. per mile, freight trains. 1.523 1.510 Inc.. 0.013 0.9 aba | E S| & 
Earn. per mile, all trains...... 1.315 1.3894 Dec.. 0.079 5.7 | Ay I bad | | | = ie, bak 
Exps. per mile, all trains..... 0.781 0.790 Dec.. 0008 11) ————— — — -— - ——— a! -— S#s > — -- Sr cadet ies 
Net per mile, all trains....... 0.534 0.604 Dec.. 0.070 11.6 : | Jot | | $ $ $ | | | Fak Se We Ss $ ! t 
Cost of engine service per mile 0,194 0.217 Dec.. 0.023 10.6 Chicago . Lake Burow les |282/232 1013) 941/6,775,000 5,518,000(1,741,551 767,317|3,357,912) 7,723,282/311,499| 293,633; 17,866! 1,342) 176) 94.2 
. , : shicago & Mich. Lake Shore.'246/246 24/21) 596/1,514,668/6,630,000) 2,059,098 |404,884/7,022,430|14,042,374| 566,816 487,649 79,167, 2:304| 322] 860 # 
The earnings for the year were as follows: Chicago, Saginaw & Canada..| 20) 20 2! A 19| 286,000! 185,000} 460,000) 25,040) 97,292/ ~ 39,743/ 10,361| 13,269, *2,908' ‘518|..... 120.0 
1876-77. 1875-76. Decrease. P.c.| Detroit, Hillsdale & S’thw’n., 65, 65 4) 4; _50/1,262,500) 25,410) 6,300) 81,500) 846,157| 878,611| 64.405) 61,986, 2,419| 984| 27| 96.9 I 
Freight........... + $1,133,208 14 $1,207,167 59 $73,959 45 + 6.1 | Detroit, Lans’g & Lake Mich. 182/182 26/27} 738|1,680,600|6,054,000) 1,107,828) 560,173|6,625,507|21 ,534,631/743,088 531,755|211.333| 4,094|1,167| 71.6 € 
Passage.. 35,666 83 $80,889 51 45,222 68 9.4) Ft.Wayne,Jackson & Saginaw 100/100/10| 9! 294/1,149,950'2,000,000| 376,000/253,161|3,109,756| 8,655,409/268,041'179,098| 88,943 2,680| '889| 66.8 F 
ae apy ao ee os peg eede gen ae lanes, Fiaeceaeag GEE... 13) 13) 2 "| 16} 15,000) 80,000)......... LRT 6 occscice |} 145,435) 10,867) 7,251) 3,610 836] 278) 66.8 
nts and p: eges.. . . 2 6 ran¢ pids, Newaygo & } | | | } } | } 
- — | _ Lake Shoret............... 46! 46) 5| 5| 225! 533,001) 776,000} 265,223) 72,794/1,179,021|.......... |112,622) 48,729) 63,895) 2,448/1,400) 43.0 
Total........0+0+ . 1,632,276 52 $1,751,599 87 $119,323 35 6.8| Hecla & Torch Lake......... 5| 5 4/..{ 154) 100,000......... 73,061) 22,320).........|.-s++02+++/ 40,293) 60,478|"20,185 10,073]. ..../150.0 
Working expenses..... 926,234 24 996,269 61 70,035 37 17.0! Marquette, Houghton &On- | | | | | al f 
Net me “9708,0428 © 9786,80026 gap20708 65 We cog Be mg csncse Saeaane 89} 89 30) 9/ 1,802 2,306,300 5,456,000 985,917 300,598) 1,208,906) 14,236, 987 680,422 348,634/331,788\ 6,240/3,038) 51.2 8 
et earnings.......... , , 7 Bf ichigan Air Line 21| 14| 2) 3] 21) 300,000)......... Ns sehsakes { 17,528} 216,391] 164,681) 25,365) 14,912| 10,453| 1,812! 763] 58.8 
Gross earn. per mile .. 4,786 86 5,136 65 34979 6.8] Michigan Lake Shoret..... 58] 58 3) 4) 98) 450,000 880,000! 112,735) 80,395! 933,200]..........| 66,105, 62,517| 13,588| 1,150! 217| 81.1 ’ 
Reae | oe oe ae a 2,070 51 2,215 04 14463 6.5] Mich. Midland & Canada..... 15] 15, 1) 1 7; 400,000 400,000|......... 18,780, 80,933 7,866| 5,993) 5,993]... me, "393|..... 100.0 F 
Percent. of expenses... 56.62 56.88 026 0.5) Mineral Range............../ 13} 13) 3) 4! 28/ 117,735 200,000) 85,682) 40,047) 581,894! 725,955) 81,811| 53,078] 28,733] 6,545/2,295| 64.9 t 
The division of the freight traffic and the average results Paw Paw........ 4| 4) 1) Q..... 75,000 3,000) .....++. 10,016) 56,416) 19,472 10,937' 7,923! 3,014! 2,734! 753] 72.4 
were as follows: Saginaw Valley & 29) 34 4 4) 60) 264,904 446,000) —_9,069| 50,708] 775,033! 792,305, 77,713 28,858) 48,855) 2,260|1,421| 37.1 I 
Bretghs es. pee Sen Fr’t earn. Traverse City... ....0.sce00e 26) 26 1 -+| 10, 205,000 250,000) 69,642| 33,384) 422,158) 129,435 22,370) 15,426) 6,944 860, 267| 69.0 ¢ 
sT per mile aan - : 
mileage : t 
Chattanooga Div 561,786. 310s goxnort 76 35.007 os « Rehett. t Freight not reported. ; 
St. Louis Div......... 190,382 1.127 210,230 38 1,236 65 ‘ The agures are from the reports main be the Railroad Commissioner of Michigan for the year ending Dec. 31, and only ] 
ate) "me aa aa an 902 1¢| those roads are included whose statements have not heretofore been given. No road in the table paid a dividend: the Chi 
cectonceass. WROD 1.523 1,138,208 14 3,328 16| ¢ a —s . D gl ; paid a dividen e Chicago 1 
Totals 752, $ $ $ & Lake Huron ; Chicago, Saginaw & Canada ; Michigan Midland & Canada and Traverse City companies paid no interest = 
The results of the year were as follows: their debts. The Chicago & Michigan Lake Share ; Detroit, Hillsdale & Southwestern ; Detroit, Lansing & Lake Michigan ; Ft. 
Net earnings........... Ssiee se esessee-- $706,042 98 | Wayne, Jackson & Saginaw ; Marquet'e, Houghton & Ontonagon, and Michigan Lake Shore paid only a part of the interest 
Interest on bonded debt ... B . $438,120 00 accruing, leaving only six which paid interest. Since the cloge of the year the Detroit, Lansing & Lake Michigan has been re- 
“Interest on floating debt, and exchange........ men = pa sme = —— Lansing & Northern. The Hecla & Torch Lake is owned and used by the Calumet & Hecla Miniog 
DANN oa Wicd dah ohduids dan ane ane ane cecionnes 23,740 Jompany, which makes good all deficiences. 4 y 
Sue evenen ane os pee eret........ teace ens ~ a The a Py y table are all of stundard gauge, except the Hecla & Torch Lake, which is 4 ft.1in., and the Mineral 
ee , ange, which is 3 ft. gauge. 
Extra ties put under steel rails, 600 per mile.. 5,760 00 
New bridges in excess of ordinary repairs...... 11,763 70 7 ie ee ‘ ——— SS ——_——————— 
———- _ 723,012 70 
ay ie LOCOMOTIVE RETURNS, JULY, 1877. 
Excess of payments ....-...... eeecesccce ecvevcecceces $16,970 42 aster Mechanics of all American railroads are invited to send_us their monthly reports for this table. 
The earnings and expenses of the three newly-acquired lines 
were as follows: it r If ’ ; 
Net Earn.per P.c. | ezlanll Mileage ||No. Miles run to!| oe! q &|| Cost per Mile in Cents for li stdin 
wail tatiana rnings. Expenses. earnings. mile. otexps. | 38 138\|— | . sa Be gs re - “re: eons 
5% months. . $18,887 48 $13,490 51 $5,396 97 $629 71.48 | $3 =| = aa|| g By | B |] 23) 33] 3| § | S| El ef 2 leg 3 
ville . | —_ > | | | "o a } oe} = & = 
gn A 1: Q/asi| : Pell 2 i/o | Siew gi F Ss) 2) Sb ie | & 
’ 7 ‘ | . i) | o || or} &S nD > | #1] SS) + feast ag 
31-5montos. 4,327 64 2,781 79 1,545 85 124 64.27 NAME oF RoaD. lig lai © iq] Si] sel Fell : Bilea| : ||"8|¢8 
Winchester al F A SN i ee | Site (ee 6o/S8pi : |i ° 
i OB 1}: & |Pei! 2H S| me |}: 3/8 8/83! ; sig 
months..... 7,002 46 3,025 49 3,97697 176 43.21 fio: gl ss te |: &| sé ; ls | Bl: || #] 4 
: 3 =] [elo es A etd 5 Be ae a 
The period for which these lines were worked was the most} __ 23 | Pi = |. | S|- 5 2738] 3 gs]: 
unfavorable part of the year. On these lines one bridge of 196 | ~ Ta ee ae ee Re ene S| | | | | | 
ft. span was built, 9,600 new ties laid and other repairs made. | a ijegheny V Jey (iiver Divisioy)*.....| 199)... || 79,261|...... || 40.59|...../29,44/ |21.10/0.862 ode ésheasll® 
All of the lines were in poor condition when acquired. Ar- “ Si) Mere: Gealle TASOPG le) AM occa lhsicavs acs leaecsctlcct... RO at ee oee-+| 6.22/16.52)|. a 
ravgements have been made to extend the McMinnville & | Atlantic & Great West’n (Ist &2dDivs.jt} 228) 83 | 225,842) 2,721|| 44.88 17 Gal}eeee-|-- |} 4.16) 4.53 3| 0.46) 0 64) 6.11/15 901, 1.90]2,89 
Manchester road to Sparta, using the work done by the Svuth- 5 © (Third&Fourth Div-. ¢} 197] 48|| 114,777] 2,391|) 44.88]... 21.40) | 038 0.60) 5.88115.14 | 1,9019'8> 
western Company, which has been acquired. « __ (Mahoning Division)t..) 88) 52|| 128.881] 2.38 || 4488) —_. 20.64 0.4") 0.45) 5 65)/14.52|! 1.90]2.82 
During the year 38% miles of track were laid in steel rails, | Ati»mtic & Gall. ......... 00... vere} 343) 22/) 44829) 2,037) )...... 61 52/18.36, | 0.43}.... | 8 2"/91.97/|. 2°09 
and at the close of the year 11 miles of rails were on hand. By porn & V a tre seseeeeeeeerenees jg 7 - a — 48.60)... 174.0 7) 4.18) 032)... | 5 83/13,55)| 1 50)... 
the end of the current year two-thirds of the Chattanooga Di- Tieaden 4 oe al “as es tees | ,905) 2.491|| 38.06/45 00 24.18 3/15 66) 0.49) 6.57) 7.56/43,51)| 5.9015.26 
vision will be laid with steel. There were putin the track 135,- | genisai Pacific (Western Division)t. Ooi) 58|| 346,601 vo ao Rey ee oy ae 
000 new ties; 910 feet new truss bridging, 396 feet pile bridg- “ “(Visalia Division)t.......} 167} 11|| 26,338 ; selates! @&:| Ome 
ing, 1,563 feet new trestle and one tnrn-table were built. The “ “ (Lulare Division)$...... 171| 10) 22,822 5/16.33| 0 80! v.16 
extension of the Jasper Branch to Victoria, 744 miles, with 1% “ ‘* (Los Angeles, Yuma, San 
miles of sidings, was built ata cost of $10 per mile. The Diego and Wilm. Divs.)t.| 391) 19// 45,582 eas 3.61/13.32/ 0 63! 0 12 
maximum grade going south on this branch has been reduced o eran th ag 7 " = 2,316/|......|24.14/16.98!).... |.-+-- 10 81/20.71! 0.6+| 0.34 
to 26 feet to the mile. pe 3 ih aliens peso < A 20,a0e) ++++ || 9 55)13.27| 0.52) 0 32 
During the past two years the floating debt has been decreased ‘ “ (Humboldt Division? oon - pera 9 OF 6.44/17.66) 0 57) 0.71 
$35,700.63. e assets which might be om to reduction of a « {Salt Lake Division)?....| 919} 25||  76'815| 2'81: bas $00 3.40 0 56 0 45 
this debt cannot at present be sold advantageously, and in | Qjeve., Col., Cin. & Ind. (Col’bus Div.)..| 138| 60|| 135,556) 2'959|| 49.22'48.08 31.87 |...../.... | 2.45) 4.06| 0.56) 073 
order to reduce the debt and continue the work of laying steel| « “ ** (Indianapolis Div.)..| 203) 64!| 160,005) 2,500] 46.87)43.10/ 21.77 3.4 0.59! 1.21 
rails, it may be necessary to suspend dividends for a time. “ ss *« (Cincinnati Div.)...| 130) 35|| 74,887! 2,269 5} « +» 00] 20,17) |o000.] 0. 3.3 0.56) 0.83 
The old claim for iron taken by the Government from the | Cleveland & Mahoning Valley....... 41; 6} 17804) 2967 "ee 21.55!|...../+6 : 26 0.32) 0.96 : 
McMinnville & Manchester road is still unsettled, and nothing | Cleveland & Pittsburgh*........... ssees{ 199] 78|| 116147) 1,591) 51.69|.....|19.86 |16.6 ‘U0! 2.781 0.47| 2 6x o 
can be done until Congress provides for its payment. Del., Lacka. & West. (Bloomsburg Div.)§ 80) 20); 41,470) 2,074)|.,..../...../30.45 | || 2.45].....] O.64)..... 3 
President Cole’s report says: ‘I have referred to the lien seal ign pg ott ap ears on a7) avan 1,490 oe 12.42 || 2-53) 4.1 | 0.91) 1.89 1.92)1.93 
of the United States Government upon certain locomotive en- | Fyjinois Central (Ch ol Biv sc. ccees 9531 6a 136 9991 386i 50.38 -/20.75 | ging.’ 777] | 3-83) 5-22) 0.94)... 2 00)\3.00 
i ed with the Nashville & Northwestern Railroad “<= es ecaae * past oe nee a 42.41)... ..)17.73)/19.58 3.69) 4.82) 0.27) ..... 1.914 BO 
nes purchas' a Wi "i . (South Div.)ll .......... 231) 28)} 66,013) 2,358)| 45.49)...../16.90)|14 63).... 5.31) 4.46) 0.29)..... 1 9014.50 
hese engines were bought by the old Nashville & Northwest-| — « ‘(North Div.) ....+6 e+ 225} 30); 72,153) 2,405|) 40.67|...../14.11 |14.04).....|| 4.46! 4.93] 0.83)... 1.90/4.50 
ern Railroad Company from the Government, the latter retain- “ * (Iowa Div.)|j........ 401} 38|| 82,157) 2,162) 42.41] -/18 70) |10.00).....]| 4.58] 6.75] O.27|..... 2.75\4.70 
ing a lien upon them, and with that incumbrance they came * $ (Springfield Div.)l... ..| 111} 10|| 25,486) 2,649, 54.29]..... 14.67|/10.92)... .|/ 2.68) 3.81| 0.37 1.90 4.50 
into our possession. Since our purchase of that road the ser- | Jeffersonville, Madison & Indianapolis*) 226) 40|| 82,384) 2,060 49.00/31.15/14.36 |19.87 0.910|| 2.65 5.38, 0.49) 2.34 2'50 2.20 
vice upon it for the Government, in carrying the mails and | Kansas Pacific and coutrolled lines....} 781) 65)/ 148,502) 2,285) 3i,.53)...../}3.17)|... |... || 4.32/11.81| 0.42 3 545 73 
: has b ropriated to ing off that | £42888 City, St. Jo. & Council Biuffs** 275| 30)| 86,053) 2,868 15.00).....1) 4.70) 6.00) 040 ‘ P 
other transportation, has been app’ paying ha ® h | | ~ | 2 80 3.50 
lien, until now the amount earne by your company fully Lake Shore & Mick. “— Divi. | cevece! ais! pee ees } 5.34) 7.20) 0.39)..... 3 055.69 
1 L ‘ aie. EWR caceel ; 32% 68) 6. 3 2.7115 
equals the value of the engines at the time they came into our “ « (Toledo Div.) #+|...... | 85| 97,828] 1.150|\ 36.75/67.56) oa . : - ; = aes 
possession ; and the Government has agreed to pass respective “ ** (Mich. So. Div.) tt|...... | 207]| 289,701] 1399) 42. Bll... ..|looce.{ee+sct| 6:85) 8.05} 0.29 5.90/19.94'| 3.5514 4 
receipts in settlement, and im future we expect to collect in | Louievilie & Nasbville (First Div.)ft....|382)....|| 100,507|........ 31.25/33 00 1243||.. |... 3.*8| 7.69! 0.46| 1.55) 6.93'20.46 \0,09319.52 
a ee eee reer) . ret ae 67,214|...... 0.60).....|19.00]|....2/0.... 4.47, 7.55) 0.5i| 2.21 6.08\2-.82 |0.089 2.77 
road, as is done on the Chattanooga Division. % ie emphis Div.)tt| ae a | bovcsahecwed | 5.48/10.07| 0.68) 2.48) 5.75/24.46 0.13413.50 
** By authority of the amended charter of your company, the ‘ (Nashville & De- } } | 
directors purchased in January last the Tennessee -acific m * pasha ET 122 41,211|...... 41.75)..... {22.09} ].....]0.008 | 3.83) 6.85) 0.61) 2.14) 6.21/19.64 0.109'3.70 
Railroad, with its rolling stock, and all other property extend- shy ey 4 
J : ; Ala. B.R.)tt.....| 188}....|; 57.557 -.|| $2.75| 72,00|13.43|) .. .|..... 4.29/ 7.07) 0.69) 1.66) 5 7 / 
ing from Nashville to Lebanon, Tenn., a distance of 30 miles, | warquette, Houghton & Ontonayon....| 88} 27/| 48 195) 1.786), 49.70) ..-.. latiai||.:<2|:2°°3]] o.gelao.a7| 0.50|.----| ssaitrar | we 
for the sum of about $140,000 in money, at present price of | Missour:, Kansas & Texastt............ | 786] 72|) 208902) 2901), 33.51|..... 10.81||16.10)1.150]| 4.76) 6.83| 0.69|.....| 5.92.18.20\| a-94\". 
State bonds. We took possession of this road on the 16th day | North’» Gent’l(Elm. & Canand’gua Div,.)) 147, 42 86.841, 2,068|| 32.26... 20.83|].....|..... 4.28| 5.64| 0.60|.....| 5.69/16.21'| 0.7/2 94 
of January last, and the directors are well pleased with the | Pennsylvania (New York Division) §§...| 120) 113)| 256 524) 2 270)| 38.01 [...../12.20/) —.|... .|| 530) 8.70] 1.00)... .|.....118,00 3.2015 36 
urchase. The directors also purchased on the 2ist March “4 (Amboy Division) §§......| 154) 45/| 77,876) 1,731|| 61.77]...../19.84/]..... Fede 2.90) 5.30] 0.50!,.... ‘| 8.70:| 3.2015.37 
ast, the McMinnville & Manchester Railroad, and the Win- 7 (Belvidere Division) §§...| 103] 36) 53,966) 1 500|| 46.37]... ./16.50||.....].....]/ 6.90| 7.10] 0.80|... .!... ./14.80! 3,205.87 
chester & Alabama Railroad, with the ae stock and all sf Sate hen Division) §§/ 191) 185|) 328,316) 1,775|| $2.08]... .}15.16)|.....)..... 5.0+| 3.90} 0.70|.....|.....|-9.60) 1.20/2.56 
other property of both, the former extending from Tullahoma a t pitteb’ b Div, Rena) ai 132) 86 cannes -70| 0.60|.....)... .| *.60 | 1 20/2 56 
to McMinnville, about 35 miles, and the latter from Decherd to “ (Pittsb’hDiv., West End)és rears Oe 147.97 ; ay oa i apehes am 1,20)2.56 
Fayetteville, about 40 miles. j “ (Tyrone Division) §§..... 107] 29|| 48,553) aml’ \°°-"‘liseo| Lastrar 
“These properties cost $320,000 in 6 per cent. 40-year bon’'s ‘“ (West Pennsylvania Div)§§| 104| 21|| 38.351 0.40|.....]... 26.30 | 1'a019.56 
of your company, with mortgage upon the roads. These roads « (Lewistown Division) §§.. | 56} 6 9,324) 1 0.50...) 1) 6.40} 1 2019.58 
came into our possession on the 26th March last, and the use of “ (Bedford Division) §§... 57) 3}| 8,094) 2 0.40'... J... “| 640 | 1 a0la62 
them from that date to the close of this year was given to your | Pitts., Ft. Wayne & Ohi. (East’n Diy.).*| 371) 158), 247,001) 1,6 0.77 2.39] 6.24/15.94 | 1.70|1.70 
company, in the purchase, as the interest on the bonds given | ,.. ; . Western Div.)*; 280) 99|/ 183,157) 1,7: 0.44) 2.10] 6.13]15.30 9111.91 
im payment does not commence to run until Jan. 1, 1878. The | Pitts, Cin. & ———— eae oe ea as 2.24) 5.88|18.20 | 2'63'2-00 
directors are satisfied with the purchase of these roads, after | p;4..), + (ratte. Cin. & Bt-L.. Div.)*| 224) 73}/ 153,100} 2 3.22] 8.23|24.20 | 1.05!3.u0 
) fi she. ittsburgh, Titusville & Buffalo* ... | 158}....| 52 370 eoe-ef 5.90/14.14 | ....).... 
ones Sem by 3 sg : oy a OEE St.Louis, 1, M. & So. (Arkansas Div.)....'! 325} 32/| 73965, 2 6.75|14.58 2.40 
is believ 8 7 - | St. Louis & San Francisco9....... | $28)....|| 67,560 | ‘xchan ee j 
ness to the country these roads will be — en, — St. Louis & Southeastern (St. Louis Div.)' lag, Rie nsdfede ef]eeee e|- 5.57/15.77 | 2.20/2.15 
money than they have cost your company, and that, in the . = CME VEIOEOU AD cca oals.s.:[]- s0deasesl ses ceclies ance (SF Bs ote Sa RC ORd eee ee 
meantime, they may be made to carry themselves. The Ten- | Stockton & Copperopolis..............5 49} 3)| 4,209 39.72} 67.73/22.15||... .|.....|| 8.44/18.90 | 3.00|5.00 
nessee & Pacific will do much more than that. Besides, the pe «EN we cba bale Ac 128 18) 44,676 | 48.86|... ./21.19}].....].....1] .{10.30 | $.60}4.97 
ownership of these roads may give important protection to - : 
your company in the odnstrustion of other 1 lines at some future | '‘@!*24P0.48, Cinciuuali & Lafayette...) 185) 56|/1,169,490)20,884)| 98.13]..... 13.68 5.80|15.68 | 
i . 
da 4 * ee - t \t | | t } | 
‘rhe construction of other branches from your road, by par- * Five empty cars rated as three loaded ones, + Fuel averages are for the whole road. Ftp 
ties not connected with your company, are spoken of. Among } Switching engines allowed 6 miles per hour; helping engines actual distance and 4 miles per hour while waitin trains. 
i toe helm’? § Fuel not estimated - ® 
which we may mention the enterprise being put on foot by E. « poate rece perp ee par } | Two empty cars rated as one loaded cne. 
F. Falconneté and others, for a road from Burns station, on the an — a = ow mpc yc = ag —— 6 miles per hour; no switching mileage allowed to traia engines. 
Northwestern Division of your road, through Centerville, in oe tt Switching engines allowed 6 miles per hour. 


r ; : : $i Water service and tuel stations (not included above) 0.94 ct r mile; rental o engi 0.39 ct. ile; cars 

the direction of Tuscumbia, Ala. The construction of all such | as two icaded ones: switchin ah ms oars i engines, 0.39 ct. per mile; three empty rated 
) b C ic : g aud work-train engines allowed 6 miles per h : wii Mileage ali i 

feeders your directors will encourage in any reasonable and 88 Engineers’, firemen’s and wipers’ wages not rs Sahel tn onan, per hour; no switching owed to train engines. 


ent manner,” The ton of coal is 2,000 Ibs., unless otherwise Specified; 25 bushels counted to the ton. 











